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INTRODUCTION 


The Working Group on Metropolitan Transport 
Services was set up by the Planning Commission at 
the suggestion of the Prime Minister in March, 1970. 
In order to make life of the workers ancl middle clas¬ 
ses in urban areas a little easier the Prime Minister 
had indicated that it was necessary to evolve urgently 
an integrated approach to the problems of public 
transport and that a time-bound programme should be 
drawn up to improve public transport services in me¬ 
tropolitan cities. It was desired that the study for the 
present be confined to metropolitan cities, such as 
Calcutta, Bombay, Delhi and Madras where the pro¬ 
blem was most acute and should cover such matters as: 

(i) Increase in production of public transport 
vehicles coupled with reduction in prices; 

(ii) Pattern of taxation of passenger services in 
urban areas; 

(iii) Provision of adequate finance for augmen¬ 
tation of transport facilities; and 

(iv) Improvement in operational efficiency of 
metropolitan transport undertakings includ¬ 
ing improvements in suburban train services. 

The constitution of the Working Group is as 
follows: 

1. Shri G. C. Baveia 

Joint Secretary, 

Planning Commission. Chairman 

2. Shri K. K. Nambiar, 

(Formerly Chief Engineer) 

P. W. D., Madras. Member 



Member 


(ii) 


3. Shri K. A. Khan, 

Divisional Manager, 

Indian Tourism Developmeht 
Corpn^, Ltd., 

4. Shri R. V. Subrahmanian, 

Joint Secretary, 

Ministry of Industrial Development. 

5. Shri T. V. Joseph, 

Director, 

Metropolitan Transport Projects, 

Railway Board. 

6. Shri G. H. Lalvani, 

General Manager, 

Bombay Electric Supply & Transport 
Undertaking. 

7. Shri Rajinder Singh, 

General Manager, 

Delhi Transport Undertaking. 

8. Shri P. M. Belliappa, 

Director, 

State Transport Department, 

Government of Tamil Nadu. 

9. Shri B. Mukhopadhyay, 

General Manager, 

Calcutta State Transport Corporation. 

10. Shri A. K. Datta, 

Administrator, 

Calcutta Tramways Company Ltd. 

11. Shri J. H. Shukla, 

Tfansport Manager, 

Ahm^abad Municipal Transport Service. 



(iii) 


12. Shri K. C. Joshi, 

Deputy Secretary, 

Ministry of Shipping & Transport. Member 

13. Shri S. Sundaresan, 

Deputy Secretary, 

Ministry of Finance. „ 

14. Shri J. N. Gupta, 

Executive Officer, 

Association of the State, 

Road Transport Undertakings. „ 

15. Shri R. B. Mathur, 

Transport Si^ialist, 

Transport Division, 

Planning Commission. „ 

16. Shri S. B. Saharya, 

Secretary, 

Metropolitan Transport Team, 

Planning Commission. Secretary 

The Working Group was required Jo complete its 
report within a very limited time. The Group has, 
therefore, confined its recofnmendations only to some 
of the urgent problems facing the Metropolitan Trans¬ 
port Services. The Transport problem in Metropolitan 
Cities is becoming acute day by day. The Group, 
therefore, hopes that 4 II possible efforts will be made 
by the concerned authorities to implement the recom¬ 
mendations contained in the report. 

The first meeting of the Working Group was held 
on the 30th March, 1970. Thereafter, six more mee¬ 
tings were held. The Working Group also met the 
representatives of the leading chassis manufacturers 



(iv) 


viz., the Ashok Leyland, TELCO, Premier Automo¬ 
biles and the Hindustan Motors at New Delhi to dis¬ 
cuss their manufacturing programme. This was 
followed by visits to the factories of M/^' Ashok Ley- 
land at Madras and the TELCO at Poona. 

The Working Group gratefully acknowledges the 
cooperation received from the chassis manufacturers, 
the City Transport Undertakings and the Railways. 
We are also grateful to the Metropolitan Transport 
Team set up by the Planning Commission. Since its 
inception in September 1965, the Team has been enga¬ 
ged in the study of transport problems in metropoli¬ 
tan cities and has in its reports discussed the working 
of mass transportation systems in Calcutta and Bom¬ 
bay. For the purpose of this report, we have also 
drawn upon the studies of the Metropolitan Transport 
Team after up-dating the relevant information. Our 
thanks are particularly due to Shri S. B. Saharya, 
Secretary of the Group and Shri M. S. Mittal, Resear¬ 
ch Officer and other staff of the Metropolitan Trans¬ 
port Team who have helpeci in completing this report 
in a limited period. They had to put in laborious work 
in compiling and analysing the necessary data and in 
assisting the Chairman of the Group in drafting the 
report; 



CHAPTER I 


METROPOLITAN GROWTH AND TRANSPORTATION 

PROBLEMS 

Metropolitan Gfowtk 

Tn India, there has been significant increase in the urban 
population, particularly after Independence. According to 
1961 Census, about 79 million or 18 per cent of the total popu¬ 
lation was urban. About 20 million pfcople or one fourth of the 
entire urban population were concentrated in 12 cities with a 
population of 500.000 or more viz-, Calcutta, Bombay, Delhi, 
Madras, Hyderabad, Ahm^abad, Bangalore, Kanpur, Poona, 
Lucknow, Nagpur and Agia. 

1.2 The following table indicates that while the urban popu¬ 
lation of India as a whole recorded an increase of about 136 
per cent in the thirty year period (1931-61), the population in¬ 
crease of the four metropolitan cities of Calcutta, Bombay, Delhi 
and Madras was 206 per cent during the same period. Greater 
Bombay more than trebled its population since 1931. Particular¬ 
ly, the rise in population of Delhi has been phenomenal record¬ 
ing an increase of more than 400 per cent. The population of 
Calcutta and Madras also more than doubled in the thirty year 
period. 

Table 1 

(Figures in lakhs) 


City 

1931 

1941 

1951 

1961 

Per cent 
increase 






1931-61 

Greater Bombay 

12-7 

16 9 

29-7 

41-5 

227-44 

Calcutta ■ 

12-2 

21-7 

-26-9 

29-3 

139-72 

Delhi • 

• 4-5 

6-9 

14-4 

23-6 

427-74 

Madras • ■ 

7-1 

8-6 

14-2 

17-3 

142-49 

Total of four cities • 

36-5 

54-1 

85-2 

111-7 

206-03 

Xotal urban population 

334-6 

441-5 

624-4 

789-4 

135-94 


Source: Census of India, 1961. 
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1.3 The living conditions in these metropolitan cities have 
become increasingly difficult as a result of growing concentra¬ 
tion of population and economic activities. The population den¬ 
sity in Calcutta city is as high as 28,759 persons per sq. km. 
Though Greater Bombay and Delhi have on an average density 
of 9,597 and 7,314 persons per sq. km. respectively, 60 per cent 
of Greftter Bombay’s population is concentrated in the Island 
city measuring about 68 sq. kms. In Delhi 60 J)er cent of its 
population is concentrated in an area of less than 18 sq. kms. 

1.4 The economic activities in the metropolitan cities are 
concentrated in even- much smaller areas. While the number pf 
workers has kept pace with the growth of population, the Cen¬ 
tral Business Districts have not significantly increased in area. 
Table 2 indicates an upward trend in the number of workers spe¬ 
cially in the secondary and tertiary sectors of the economy during 
the last three decades. 


Table 2 


City 

Year 

Workers 

Primary 

Secondary 

Tertiary 

Greater Bombay 

• 1931 

598,920 

11,679 

179,151 

408,090 


1951 

1,353,867 

18,698 

530,056 

805,113 


1961 

1,686,668 

31,920 

733,478 

912,270 

Calcutta • 

• 1931 

586,226 

4,502 

95,298 

486,426 


1951 

1,156,376 

7,104 

278,074 

871,198 


1961 

1,182,789 

3,216 

345,054 

834,519 

Delhi 

• 1931 

181,773 

10,923 

51,792 

119,158 


1951 

515,191 

3,915 

150,840 

360,436 


1961 

746,815 

11,866 

200,323 

534,626 

Madras • 

1931 

338,449 

11'326 

51,015 

276,108 


1951 

436,100 

11,739 

116,577 

307,784 


1961 

526,981 

7,462 

161,592 

354,927 


Source: Census of India, 1961. 


1.5. The net result of this phenomenal increase in popula¬ 
tion and working force is that they have placed an increasing 
iemand on traffic and mass transportation system. The traffic 
ind transportation problems of metropolitan cities, therefore, 
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need particular attention. The.'entire metropolitan transportation 
network is a terminal system that collects and distributes intra-city 
and inter-city traflBc. The functions of an urban circulation system 
thus are much more important because of the volume of traffic 
it has to cater to. Peak hour' rush connect^ with journey-to- 
work and traffic jams on the roads are the most critical problems 
faced in Calcutta, Bombay, Delhi and Madras today. Traffic 
studies conducted in these metropolitan cities indicate that bet¬ 
ween 45 to 50 per cent of the total daily passenger trips were per¬ 
formed during the peak hours of the day.^about 60 to 70 per cent 
of \yhich were for joumey-to-work and back. 

1.6 Such acute ‘peak’ traffic conditions ate caused by the 
concentration of large employment centres improperly located in 
relation to residential areas, coupled with increasing distances 
between work places and dwellings which has brought about the 
rush of commuter to and' from the core area of the city. Un¬ 
planned land-uses and theix spatial arrangements dre ‘basic 
causal factors in generating acute traffic conditions. 

Public Transport Facilities 

1.7 At prfesept the predominant forms of mechanised trans¬ 
port available for the residents of these four metropolitan cities 
are the buses, subuiban trains and trams (in Calcutta only). The 
number of passengers carried daily by different modes of public 
transport in Calcutta apd Bombay for the years 1961-62 to 1969-70 
are given in Table 3. 

Table 3 

(In thousands) 


CALCUTTA BOMBAY 

-_ - ^ - - __ , _A- 


Year 

f ' ' 

Trains 

Buses* 

^ , ■ - 

Trams 

Total 

(- 

Trains 

Puses 

Total 

1961-62 

593 

(20-3) 

1300 

(44-4) 

1034 

(35-3) 

2927 

1438 

(47-4) 

1593 

(52-6) 

3031 

1962-63 

620 

(20-2) 

1400 

(45-7) 

1044 

(34-1) 

3064 

1530 

(45-8) 

1809 
(54 2) 

3339 

1963-64 

637 

(20-8) 

1351 

(44-1) 

1075 
{35-1) 

3063 

1726 

(49-2) 

1785 

(50-8) 

3511 

1964-65 

679 

(22-4) 

1341 

(44-4) 

1003 
(33-2) 

3023 

. 1865 
(49-4) 

1911 

(50-6) 

3776 

1965-66 

692 
(25 1)- 

1090 

(39-4) 

982 

(355) 

2764 

1989 

(51-9) 

1841 

(48-1) 

3830 
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(in thousands) 


Year 


CALCUTTA 


BOMBAY 


t 

Trains 

Buses* 

Trams 

Total 

Trains 

Buses 

Total 

1966-67 

700 

(25-2) 

1091 

(39-3) 

987 

(35-5) 

2778 

2135 

(54-6) 

1774 
(45 4) 

3909 

1967-68 

700 

(26-4) 

1075 

(40-6) 

874 
(33 0) 

2649 

2178 

(54-6) 

1813 

(45-4) 

3991 

11968-69 

752 

(27-7) 

1080 

(39-7) 

886 

(32-6) 

2718 

2094 

(50-8) 

2029 

(49-2) 

4123 

11969-70 

744 

(30-7) 

950 

(39-3) 

727 

(30-0) 

2421 

2224 

(50-3) 

2200 

(49-7) 

4424 


•Does not include passengers carried by private operators which are estimated 
at 6 lakhs per day. 


Note : Figures in brackets show percentages. 

1.8 In Madras the suburban train services and the buses 
daily carried about 2.4 lakh and 10.4 lakh passengers respective¬ 
ly during 1969-70. In Delhi the buses are the only means of 
public transport. On an average 8 lakh passengers were being 
carried daily by D.T.U. buses during 1969-70. In addition about 
2 lakh passengers are being carried by private buses plying under 
D.T.U. operation. Besides about 30,000 passengers are being 
carried by 59 private buses licensed by State Transport Authority 
m the municipal area of Delhi. 

1.9 The mass transport services provided by the electrified 
suburban trains in Bombay are inadequate in capacity to cater 
to the volume of passengers. During the peak hours, the suburban 
tifains arc packed to ‘crush load’. Even the conditions in Calcutta 
ahd Madras* are not satisfactory. The location of the .suburban 
terminals, particularly in Calcutta and Bombay, is such that the 
majority of passengers have to depend on road transport for com¬ 
pleting their journey to destination in the C.B.D. with /he result 
that an additional burden is imposed on road traffic. With rapid 
dfcvelopment of suburban areas, rail traffic is expected to increase 
substantially. 


1.10 In the suburban development of the cities, buses have 
assumed greater importance because of their route flexibility. At 
present the Bombay Electric Supply & Transport Undertaking, 
the Calcutta State Transport Corporation, the Tamil Nadu State 
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Transport Department and the Delhi Transport Undertaking 
have been providing mass road transport facilities in the respec¬ 
tive cities. However, these Undertakings have not been able to 
cope with the increasing volume of passengers for providing com¬ 
fortable and convenient travel at time and places of major 
Otmand because they could not augment their capacities. More¬ 
over, the existing fleet consists of a large number of over-age and 
uneconomic-to-repair buses. Consequently, long queues at bus 
stops, crowded buses and excessive travel time due to traffic con¬ 
gestion are common features in these metropolitan cities. 

1.11 The average speed with which the bus moves in the 
C.B.D. is about 15 kms. per hour. The xoot cause of traffic con¬ 
gestion i« that much of the inherited road network in these cities 
with narrow widths and frequent intersections has become obso¬ 
lete in design and capacity to satisfactorily cater to the demands 
placed upon them by the present volume and type of vehicles. 
In Bombay and Calcutta the ratio of the road area to the total 
area of the city is less than 12 per cent as compared to 23 per 
cent in London, and 25 per cent in Paris. Apart from inadequate 
capacity, another undesirable feature is that the city roads in 
these metropolitan centres are not only used as thoroughfares 
but also for providing access to abutting buildings. 

1.12 Parking of vehicles and loading and unloading opera¬ 
tions along the kerbs usurp valuable road pavement and ;^uce 
street capacity. None of the four cities has adequate provision 
for off-street parking facilities in the central areas. There is also 
the problem of encroachment on foot-paths along the roads by 
hawkers and pedlars which* results in the pedestrians cluttering 
up the carriageways especially (Hiring peak hours. Bicycles, 
animal-drawn vehicles and handcarts further aggravate the con¬ 
gestion and chaos on the roads. Consequently, mass transporta¬ 
tion vehicles are restricted from performing their assignment 
satisfactorily. 

1.13 The traffic congestion apart from causing delays in the 
movement of passengers and frei^t, increases wear and tear of 
vehicles and fuel consumption, in addition to man-hours lost. 
It is largely responsible for increase in accidents in these cities, 
and greater expenditure on police supervision and other adminis¬ 
trative services rendered. Improperly sited residential areas in 
relationship to major employment centres on the other hand, 
give rise to very little off-peak travel and the peak load vehicles 
return practically empty, imposing an additional burden on the 
undertaking^. 



1.14 In order to provide efficient and convenient transport 
facilities to the passengers it is necessary to draw up a time 
x)und programme to improve the services of the city road trans- 
)ort undertakings. In this connection the right approach is to 
dentify the problems faced by them individually as well .as col- 
ectively. In the next four chapters, the working of the individuJtl 
oad transport undertakings in the cities of Calcutta, Bombay, 
^elhi and Madras has been analysed. The major problems fac^ 
)y all the four road transport undertakings in the metropolitan 
;ities are highlighted and a time-bound programme drawn up for 
heir improvements in the subsequent chapters. The next two 
chapters deql with the Calcutta Tramways and Submban train 
: ervices. 



CHAPTER II 

CALCUTTA STATE TRANSPORT CORPORATION 

"y HE bus system in Calcytta is primarily managed by the State 
A Transport Corporation which was set up' in June 1960. Bet¬ 
ween 1960 and 19M the CSTC enjoyed exclusive privilege of run¬ 
ning a nationalised transport service. Between 1964 and 1967 it 
had the virtual monopoly of all intra-city routes. To meet the 
city’s growing demand for transport services, the CSTC had in¬ 
creased its fleet to 1093 (as on March 31, 1970) from its initial 
fleet of 670. In spite of the large increase in fleet, the number of 
effective buses on road on an average was 561 during 1969-70. 
This was mainly due to a number of overage buses in the fleet 
and frequent breakdowns. 

2.2 The city’s principal bus lines run from the outlying areas 
to the Central Business District. Many lines routed to the C.B.D. 
go to Howrah Station via the Howrah Bridge in order to meet the 
demand of trans-river traffic. At present, the CSTC operates on 
29 routes, cpvering a distance of about 410 kms. The daily ave¬ 
rage number of passengers has gradually declined from 10.9 
lakhs in 1966-67 to 9.5 lakhs in 1969-70. As the CSTC could not 
meet the growing demand of intra-city travel, private bus opera¬ 
tors were granted special permits in November 1966 to ply buses 
in Calcutta. At present ^bout 300 private buses'operate exclusive¬ 
ly within the city. Another 300 buses have been permitted to 
extend their suburban routes in the C.B.D. In all they carry about 
6 lakh passengers per day. 

Fleet Growth 

2.3 The fleet has grown from 813 (574 single deck and 239 
double-deck) buses to 1093 (718 single deck and 375 double deck) 
buses during the period 1961-62 to 1969-70 showing an increase 
of 34 per cent. The growth of the fleet from 1961-62 to 1969-70 
is given in Table 1. 


Table 1 


Year 

Single Decker 

Double Decker 

Total 

1961-62 • 

574 

239 

813 

1962-63 

580 

287 

867 
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Year 



Single Decker 

Double Decker 

Total 

1963-64. ■ 



581 

306 

887 

1964-65 



609 

307 

916 

1965-66 



747 

323 

1070 

1966-67 • 



757 

347 

1104 

1967-68 



757 

349 

1106 

1968-69 



765 

366 

1131 

1969-70 



718 

375 

1093 


Passenger Growth 

2.4 The growth of bus passengers during the period 1961-62 
to 1969-70 is given in Table 2. 


Table 2 


Year 


Average no. 
of buses on 
road 

Average no. 
of passengers 
carried daily* 

Average no. 
of passengers 
per bus per 
day 

1961-62 • 

• 

615 

1,300,000 

2113 

1962-63 • 


666 

1,400,000 

2102 

1963-64 


643 

1,351,000 

2101 

1964-65 


645 

1,341,000 

2079 

1965-66 • 


689 

1,090,000 

1582 

1966-67 • 


689 

1,091,000 

1583 

1967-68 


655 

1,075,000 

1641 

1968-69 • 


592 

1,080,000 

1824 

1969-70 


561 

950,000 

1693 


*Upto April 1965, the passenger figures were based on the number of tickets 
sold. Two or more tickets used to be issued for some fare stages, for which 
tickets of the appropriate denomination were not printed. Hence the 
figures upto 1964-65 are on the higher side. 
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Ovaxrow^ng 

2.5 Duijng the peak periods (8.30 a.in. to 10.30 a.m. and 
4.30 p.m. to 7.30 p.m.) the proportion of journeys to work/ 
home is about two-thirds of the total trips performed. Concen¬ 
tration of employment in the C.B.D. aggravates the problem. 
The buses are not able to cope with the demand, and the .pas¬ 
sengers have to wait for a considerable time. The extent of over¬ 
crowding is evident from Table 3. 

Table 3 


Type of bus P^assenaerorrying capacity 



Seated 

Standing 

Total 

Average 
load per 
bus 

Single-decker (Conventional) 

36 

18 

54 ' 

^ 125 

Single-decker (under slung) ' 

42 

21 

63 J 

Double-decker 

64 

22 

86 

150 


Overcrowding in Calcutta’s buses even beyond peak hours, has 
now beoome common. It is a normal sight to see bus passengers 
dustertfi afl round the bus body maintaining a precarious foot¬ 
hold by Udting advantage of any projection. Evidently, the fleet 
in operation is not adequate to meet the present requirements 
of the passengers. To meet such demand, strengthening of the bus 
fleet is imperative. 

Fleet UtiUsadoa 

2.6 The fleet utilisation ratio is an indication of the state of 
serviceability of the fleet and efliciency of the maintenance me¬ 
thods used. Table 4 shows the utilisation ratio for the CSTC 
fleet which has continuously declined from 75.6 per cent in 
1961-62. At present it is as low as 51.3 per cent; 


Table 4 

Year 

No. of buses 
in fleet 

Average num¬ 
ber of buses 
in service 
daily 

Fleet utili¬ 
zation ratio 
per cent 

1961-62 • 

813 

615 

75-6 

1962-63 • 

867 

666 

76-8 


2—-2 PCND/70 
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Year 


No of buses 
in fleet 

Average num¬ 
ber of buses 
in service 
daily 

Fleet utili¬ 
zation ratio 
per cent 

1963-64 ■ 


887 

643 

72-5 

1964-65 • 


916 

645 

70-4 

1965-66 • 


1070 

689 

64-4 

1966-67 • 


1104 

689 

62-4 

1967-68 


1106 

655 

59-2 

1968-69 • 


1131 

592 

52-3 

1969-70 


1093 

561 

51-3 

Breakdowns 


2.7 One of the important factors for the low fleet utilization 
is the increasing number of breakdowns experienced which is 
e\ident from Table 5. 


Table 5 


Breakdowns per day Breakdowns per 

10,000 kms. 

■*- . . 


Year 

Number 

Per cent 
increase 
over 
1961-62 

Number 

Per cent 
increase 
over 
1961-62 

1961-62 • 

46 


3-7 


1962-63 • 

74 

60-9 

5-5 

48-6 

1963-64 • 

114 

147-« 

9-3 

151-4 

1964-65 • 

138 

200 0 

11-7 

216-2 

1965-66 • 

123 

167-4 

10-0 

170-2 

1966-67 • 

143 

210-9 

12-4 

235-1 

1967-68 • 

193 

319-6 

17-3 

367-5 

1968-69 • 

219 

376-1 

24-4 

559-5 

1969-70 • 

225 

389-1 

26-3 

610-8 
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Expressed in terms of the number of- buses on road per day the 
figures for the last twelve months are as given in Table 6 below: 

Table 6 


Year 1969-70 



Daily 
average 
fleet on 
road 

No. of 
break¬ 
downs in the 
month 

No. of 
break- 
.downs per 
vehicle in 
the month 

April 



S60 

6888 

12-3 

May 



570 

7580 

13-3 

June 



566 

6449 

11-4 

July 



579 

6310 

10-9 

August ■ 



550 

6985 

12-7 

September 



527 

7009 

13-3 

October • 



582 

7734 

13-3 

November 



564 

7165 

12-7 

December 



553 

6801 

12 

January ■ 



572 

6698 

11-7 

February 



571 

5992 

10-5 

Match ' 


• 

543 

6567 

12-1 


It will be seen that when the average strength of the fleet on road 
varied from 527 to 582 each operating bus broke down on an 
average about 12 times pec,.tn6nth. On an average, about 200 to 
225 buses out of the totai buses, put on road in the morning 
broke down at various periods of the day. Ageing buses and 
poor maintenance are mainly responsible for the increasing num¬ 
ber of breakdowns. 

Age of the Fleet 

2.8 Out of the total fleet of 1093 buses as on 31-3-70 about 
72.3 per cent buses were over 5 years old and 47.3 per cent buses 
over 10 years old. The overage fleet is a very serious pro¬ 
blem for the Corporation. It is difficult for the CSTC to replace 
such a large number of vehicles within a short period. However, 
efforts have to be made to replace overage and uneconomic-to- 
repair Iwses to the extent possible so that the present maintenance 
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work load (48.7 per cent of total fleet) is significantly reduced. 
This will also help in reducing the rate of breakdowns per day 
and minimise the missed kilometres which are very high. The 
CSTC is losing about Rs. 25,000 per day on account of such missed 
kilomcterage. 


2.9 The additions to and scrappings from the CSTC fleet 
during the period 1960-61 to 1969-70 are given in Table 7. 

Table 7 


Year 




Addition 

Scrapped 

Closing 

total 

1960-61 • , • 




00 


733 

1961-62 • 




-80 


813 

1962-63 • 




54 

. • 

867 

1963-64 • 




20 


887 

1964-65 ■ 




29 


916 

1965-66 ■ 




180 

26 

1070 

1966-67 • 




34 

. * 

1104 

1967-68 • 

• 



2 

• ■ 

1106 

1968-69 • 

• 

• 


31 

6 

1131 

1969-70 • 


• 


54 

92 

1093 


Thus during the last 10 years, only 124 buses were scrapped 
whereas more than 700 buses fell due for replacement. The 
replacement programme of the CSTC has not only been inadequate 
but also unevenly spread since its inception. 

Procurement of Spare Parts 

2.10 The difliculty of procurement of spare parts has been 
another important factor which has contributed to poor mainte¬ 
nance and fast deterioration in the condition of vehicles. Out of 
the total fleet of the Corporation, about 75 per cent are imported 
double deckers and heavy duty single deckers* The Corporation 
has been facing serious difficulties in procuring import^ spare 
parts so essential for overhauling and maintenance of these 
buses. The number of buses held up for want of spare parts 
have been mounting from month to month. On 31st March, 1970, 
298 buses were held up in the wdrkshop for want of imported 
spares. There is also inordinate delay in the supply of spare parts 
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from overseas suppliers. Due to limited fleet strength the Corpo¬ 
ration has been obliged to put even sick buses on the road re¬ 
sulting in frequent breakdowns, interruption in service schedules 
and increased cost of operation. 

Financial Position 

2.11 The financial position of the CSTC has been steadily 
deteriorating almost since its inception. The gap between the 
income and expendituit is widening every year. At present rhe 
undertaking cannpt even meet its operational cost, not to speak 
of payment of interest on the capital or contribution to the de¬ 
preciation fund. The yearwise quantum of losses, revenue and 
expenditure per kilometre for the last 6 years is given in 
Table 8. 


Table 8 


Year 


Revenue 
per km. 

(in paise) 

Expendi¬ 
ture per 
km. 

(in paise) 

Loss per 
km. 

(in paise) 

Total loss 
(Rs. in 
lakhs) 

1964-65 • 

• 

119 

131 

12 

70 

1965-66 • 


125 

132 

7 

118 

1966-67 • 


132 

159 

27 

147 

1967-68 ■ 


142 

193 

51 

212 

1968-69 • 


•'• 160 

238 

78 

269 

1969-70 • 


168 

291 

123 

> 

355 


The incrtasing deficit is mainly due to (a) rise in prices of spares, 
fuel and lubricants, tyres and tubes; (b) increase in taxes and 
wages; (c) rise in rate of interest on capital; and (d) overage 
fleet. 

Fare Structure 

2.12 Since 1964-65, the income from the passenger fares has 
increased by only Rs. 40 lakhs whereas the expenditure has gone 
up by Rs. 325 lakhs. Fares could not be raised suitably. There 
was a small rise of one paisa per s^ge in 1964 which yielded 
al^ut Rs. 20 lakhs per year. In 1965 flic fares were rationalised 
yielding another Rs. 20 lakhs. Since then there has been no revi¬ 
sion of fares. A study of the comparative fare structure of Under¬ 
takings in the four cities of Calcutta, Bombay, Delhi and Madras 








14 


shows {Table 9) that for every fare-stage, the travelling distance 
allowed by the CSTC is by far the highest in the whole country. 
In fact for lower stages the travelling distance allowed by the 
CSTC is 50 per cent more than that allowed by the other three 


cities. 



Table 9 

(In kilometres) 


Fare (Paise) 

Calcutta 

Bombay 

Delhi 

Madras 

10 



3-5 

20 

2-5 

20 

15 



6-9 

3-6 

40* 

40 

20 



10-9 

6-4 

60 

r 6-0 
80 

25 



13-9 

9-2 

80 

^ 100 

30 



17-6 

120 

12-0 

120 

35 


• 

19-6 

14-8 

16-0 

■< 

f 140 
160 

40 


« 

.. 

176 

200 

^ 18-0 






CHAPTER III 


BOMBAY ELECTRIC SUPPLY AND TRANSPORT 
UNDERTAKING 

"The best which provides the bus services in Bombay is 
^ managed by a statutory Transport Committee of the Bombay 
Municipal Corporation. It caters largely to the needs of passen¬ 
gers who have bus-trip origin or destination at more than con¬ 
venient walking distance from a suburban railway station as the 
east-west bus routes function as important cross-feeders to the 
suburban railways. It is at present operating on 119 routes cover¬ 
ing a distance of about 1361 kms. TTie daily bus-kilomeferage is 
approximately 245,000 or on an average 211) kms. per bus per 
day of which 64 per cent is within the Island (south of Mahim 
Sion) and 36 per cent in the suburbs. 

Fleet Growth 

3.2 The fleet in 1947 consisted of 242 buses. By March 31, 
1970, it has grown to 1307 (722 single-deck and 585 double-deck); 
buses, an increase of 440 per cent. The growth of fleet from 
1961-62 to 1969-70 is given in Table 1. 


Table 1 


Year 



Single-decker 

Double-decker 

Total 

1961-€2 • 



459 

694 

1153 

1962-63 



478 

742 

1220 

1963-64 • 



626 

732 

1358 

1964-65 



602 

735 

1337 

1965-66 • 



607 

735 

1342 

1966-67 



645 

758 

1403 

1967-68 • 



811 

597 

1408 

1968-69 • 



764 

604 

1368 

1969-70 



722 

585 

1307 


In addition, the BEST Undertaking has been operating a few 
trolley-buses between Gowalia Tank and Mazagaon over a dis- 
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tance of 3.9 kms. since June 1962. Out of a fleet of 12 trolley 
buses, 10 operate in daily service. The number of passengers 
being carried by trolley buses are estimated to be nearly 31,000 
daily. 

Passenger Growlh 

3.3 In 1947, the daily average number of passengers carried 
by the BEST services was 236,200 while in 1969-70 it was 22 
lakhs (including trolley buses) showing an increase of more than 
800 per cent. The growth of bus passengers during the period 
from 1961-62 to 1969-70 is given in Table 2. 

Table 2 


Year 


Average num¬ 
ber of buses 
on road 

Daily average 
number of pas¬ 
sengers carried 

Average num¬ 
ber of pas¬ 
sengers per 
bus per day 

1961-62 • 


1153 

1,593,431 

1382 

1962-63 • 


1220 

1,809,067 

1483 

1963-64 • 


1358 

1,784,789 

1314 

1964-65 ■ 


H37 

1,910,884 

1429 

1965-66 • 


1342 

1,841,277 

1372 

1966-67 • 


1403 

1,774,221 

1265 

1967-68 


1408 

1,812,850 

1288 

1968-69 • 


1368 

2,029,061 

1483 

1969-70 


1307 

2;223,826 

1701 


Long Queues 

3.4 The average load per bus in Bombay is almost equal 
to its carrying capacity diiring peak hours, which is evident from 
the figures given in Table 3 below. 

Table 3 


Type of bus 

No. of 
buses 

Passenger carrying capacity 

,---—, 

Seated Standing Total 

Average 
load per 
bus 

Single decker 

15 

40 

10 

50 

46 

(Conventional) 

564 

38 

12 

50 

46 


579 



Avg. 50 

46 
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Type of bus 

No. of 
buses 

Passenger carrying capacity 

,-*-^ 

Seated Standing Total 

Average 
load per 
bus 

Single decker 

21 

45 

35 


80 

71 

(Underslung) 

31 

27 

23 


50 

45 


44 

49 

1 


50 

45 


47 

45 

5 


50 

45 


143 



Avg. 

54 

48 

Double decker 

173 

70 

11 


81 

70 


318 

78 

11 


89 

77 


44 

82 

11 


93 

81 


50 

98 

•• 


98 

85 


585 



Avg. 

88 

77 


As overcrowding in the BEST buses is not generally permitted, 
unlike those in Delhi and Calcutta, there are winding queues 
during peak hours at bus stops. Passengers have to wait for a 
considerable time to get into the bus. 

3.5 The’ Undertaking had not been able to add doubledeck 
buses to its fleet in the required number so far. The number of 
double-deck buses has decreased from 758 in 1966-67 to 585 in 
1969-70. Since M/s Ashok Leyland have started manufacturing 
chassis for double deck buses from April, 1968, the BEST have 
acquired 50 such buses. Further, an equal number of semi-arti- 
culated double deck trailers has also been pressed into service. 

Fleet Utilizatloa 

3.6 The fleet utilisation ratio for the BEST fleet since 
1961-62 is given in Table 4. 


Table 4 


Year 

No. of buses 
in fleet 

Average num¬ 
ber of buses 
in service daily 

Fleet utilisa¬ 
tion (per cent) 

1961-62 

1,153 

878 

78-04 

1962-63 

1,220 

922 

76-83 

1963-64 • 

1,358 

987 

76-75 
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Year 

No. of buses 
in fleet 

Average num¬ 
ber of buses 
in service daily 

Fleet utilisa-) 
tion (per cent 

1^64-65 

1,337 

1,046 

78-01 

1P65-66 

1,342 

983 

75-97 

1B66-67 

1,403 

986 

72-34 

H967-68 • 

1,408 

1,088 

77-27 

15)68-69 

1,368 

1,162 

84-94 

1969-70 

1,307 

1,168 

89-36 


t'he fleet utilisation ratio declined from 78.04 per cent in 1961- 
62 to 72.34 per cent in 1966-67. It has, however increased to 
89.36 per cent in 1969-70 showing improvement in the working 
of the Undertaking in recent years. 

Breakdowns 

3.7 One of the important factors which affects the fleet uti¬ 
lisation ratio is the number of breakdowns experienced. In case 
lof BEST the fleet utilisation has been gradtially improving as 
number of breakdowns has reduced as is evident from Table 5. 
This has been possible due to scrapping of overage buses of the 
order of 412 during thd last three years. 

Table 5 


Year Breakdowns per 

10,000 kins. 


1961-62 - 

• 








9-0 

1962-63 - 









6-5 

1963,64 - 









5-0 

1964-65 - 









4-3 

1965-66 - 









5-1 

1966-67 • 









7-7 

1967-68 • 









5-5 

1968-69 • 









2-7 

1969-70 • 

• 

• 




• 

• 

• 

•2-5 
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Age of Fleet 

3.8 Out of the total fleet of 1307 as on 31-3-70, 45.1 per 
cent (589) buses were over 5 year old and 17.4 per cent (228) 
buses over 10 years old and 3 per c<ait (39) over 15 years old. 
The overage fleet still remains one of the serious problems for 
the Undertaking. It is difficult for the BEST to replace such a 
large number of vehicles within a short period, nevertheless, all 
out efforts have to be. made to replace overage and uneconomic- 
to-repair buses to the extent ^ssible, so that the present fleet 
utilisation ratio is at least maintained. 

3.9 The additions to and scrappings from the fleet during 
the period 1962-63 to 1969-70 are given in Table 6. 


Table 6 


Year 




Addition 

Scrapped 

Closing, total 

1962-63 • 

• 



67 

. , 

1220 

1963-64 • 




138 


1358 

1964-65 • 




20 

41 

1337 

1965-66 




3 


1342 

1966-67 




196 

135 

1403 

1967-68 




222 

217 

1408 

1968-69 




11 

51 

1368 

1969-70 ■ 


1 


83 

144 

1307 


WotUk^ Facilities 

3.10 The detention period of vehicles can only be minimi s- 
ed by providing adequate workshop facilities and regular flow of 
essential spares and accessories required for their maintenance. 
The Undertaking has at present only one major workshop at 
Kingsway which was originally designed in 1948, to cater to the 
needs of 1000 buses only. The present Workshop facilities arc 
inad^uate to meet the needs of efficient maintenance and heavy 
repairs. In view of the increasing operational area, it may be 
necessary to examine the strcngthening/deccntralisation of its 
workshop faeilities. 
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lloute Plaiiiiiiig 

3.11 The present bus route planning in the island of 
Bombay has b«en mainly dominated by the desire to connect 
important localities by direct bus routes as far as possible. This 
tendency has resulted in the operation of a large number of bus 
kervices in a zig-zag way. especially in the city. Out of the 11*? 
routes operated by the BEST Undertaking, over 74 routes fail 
p cover the operational costs due to low occupation ratio. The 
multiplicity of bus routes is also not convenient to the passen- 
jgers since the operation of many bus routes permits only low 
|frequencies. Taking into consideration the traffic pattern and 
Iwith a view to improving the commercial effectiveness of the fleet, 
the BEST had recently undertaken a special study in this con¬ 
nection. It is hoped that the management will be able to intro¬ 
duce the desired re-routing plan shortly which will meet the 
requirements. 

Bus Stations 

3.12 The bus stations are required either at termini or at 
heavy loading points where amenities are to be provided for the 
relief staff, waiting passengers, etc. The total number of traffic 
control points at present is 49 in the city and 20 in the western 
suburbs and 17 in the eastern suburbs. Out of these, 29 in the 
city, 8 in the western suburbs and 10 in the eastern suburbs are 
major control {wints. At present, there are three major bus 
stations in the city viz., at Colaba, Sion and Mahim and fwo in 
the suburbs viz-, at Mulund and Juhu. At least two more bus 
stations would require to be constructed in the city preferably, 
at Museum and Kings Circle. The BEST have been experiencing 
difficulties regarding availability of suitable plots of land for 
construction of bus stations and depots as it is not treated as a 
public utility institution. 


Low Average Speed 

3.13 Time schedule for buses arc based on speeds derived 
from trial runs along the actual routes, and therefore, depend 
largely on traffic hazards and degree of congestion. The average 
speed of buses in Bombay is about 13 kms. per hour and on 
some routes it is as low as 6 kms. per hour. If the average speed 
of buses could be improved it will result in saving in time and 
equipment. 

Financial Difficulties 

3.14 The financial position of the BEST has been steadily 
deteriorating since 1963-64. The losses have increased from 
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Rs. 43.9 lakhs in 1963-64 to Rs. 155.1 lakhs in 1969-70. The 
yearwise revenue and expenditure per kilometre and quantum of 
losses since 1963-64 are given in Table 7. 

Table 7 


Year 


Revenue 
per kin. 

(in paise) 

Expendi¬ 
ture per km. 
(in paise) 

Loss per 
km. 

(in paise) 

Total loss 
(Rs. in 
lakhs) 

1963-64 • 


115-1 

121-1 

6-0 

43-9 

1964^65 • 


118-7 

128-3 

9-6 

74-3 

1965-66 • 


120-6 

143-3 

22-7 

169-0 

1966-67 • 


134-8 

153-6 

18-8 

133-3 

1967-68 • 


144-3 

163-4 

19-1 

145-6 

1968-69 • 


149-5 

161-5 

12-0 

102-4 

1969-70*- 


154-8 

172-5 

17-7 

155-1 


•Estimated. 


It is significant that between 1963-64 and 1969-70 the cost of 
operation per kilometre increased by 42.4 per cent whereas the 
earnings per kilometre increased by only 34.5 per cent. Thus 
the earnings .have failed to keep pace with costs of operation. 

3.15 The Undertaking has no capital base. The BEST 
have pointed out that they have been experiencing immense 
difficulty in securing adequate resources for their capital re¬ 
quirements. Besides the difficulty of access to capital resources, 
die Undertaking was unable to service its loans particularly 
short-term loans. The operations are carried on by resort to 
public loans every year, but the response has not been very 
encouraging. 

Fare Stmetore 

3.16 The fare structure of the BEST is given below: 


Fare (False) Kilometres 

10 . 20 


15 


3-6 
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Fare (Paise) 
20 • 
25 • 

30 • 

35 • 

40 • 


Kilometres 

6-4 

9-2 

120 

14-8 

17-6 


The BEST offers 50 per cent concession to totally blind 
persons. 








CHAPTER IV 


DELHI TRANSPORT UNDERTAKING 

'T'he DTU is being operated as a upit of the Municipal 
Corporation of Delhi since April, 1958. It is virtually a 
monopoly organisation providing mass transportation facilities 
in the Delhi Metropolitan Area*. The DTU is essentially a 
city service. The unprecedented growth of population coupled 
with tremendous peripheral development of the city has resulted 
in increased travel distance for journey to work place, such as 
Central Secretariat, Connaught Place, Parliament Street, Indra- 
prastha Estate, Ramakrishnapuram etc. It has led to a persis¬ 
tent increase in demand for extension of DTU services to newly 
developed colonies. To meet the growing demand, the DTU is 
providing its services on as many as 188 routes (60 main city 
routes, 118 subsidiary routes and 10 inter-State routes) covering 
5264 kilometres against 6? routes operated over 1182 kilometres 
in 1961-62. The daily bus kilometerage is 173,877 or 182 Kms. 
per bus per day. 

Fleet Growth 

4.2 The fleet strength of the DTU as on 31-3-1959 was 
516 and had increased to 1193t (consisting of 1166 single decker 
and 27 double decker) by 31st March, 1970 which shows an 
increase of 131 per cent. The growth of fleet from 1961-62 to 
1969-70 is given in Table 1. 


Table 1 


Year 


Fleet position at the end of the year 

Single decker 

Double decker 

Total 

1961-62 • 

• 

726 

1 

727 

1962-63 • 

• 

783 

1 

784 

1963-64 • 

• 

00 

3 

880 


•There are 55 private buses holding permits from the State Transport Autho¬ 
rity, Delhi for various routes in the Union Territory. It is understood 
that a schenie drawn up by pTU for taking over these routes is tmder 
consideration of Delhi Administration. 

tincludes 5 mini buses. 
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Year 


1^64-65 

1^65-66 

1866- 67 

1867- 68 

1868- 69 

1869- 70 


Fleet position at the end of the year 

! -*- 

Single decker Double decker Total 


915 

3 

918 

951 

22 

973 

998 

26 

1024 

1179 

27 

1206 

1176 

27 

1203 

1166 

27 

1193 


Tassenger Growth 

4.3 The daily average number of bus passengers rose from 
289,000 in 1958-59 to 795,735 in 1969-70 showing an increase of 
^75 per cent. The number of passengers carried per day during 
e years '1961-62 to 1969-70 is given in Table 2. 


40 

i’ 


Table 2 


Year 


Average num¬ 
ber of buses 
on-road per 
day 


Average num¬ 
ber of passen¬ 
gers travelled 
per day 


Average num¬ 
ber of passen¬ 
gers per bus 
per day 


1961- 62 

1962- 63 

1963- 64 

1964- 65 

1965- 66 

1966- 67 

1967- 68 

1968- 69 

1969- 70 


552 

505,038 

915 

619 

594,177 

960 

639 

550,508 

862 

649 

526,566 

811 

676 

525,527 

777 

752 

606,700 

807 

848 

722,400 

852 

933 

832,522 

892 

919 

795,735 

866 


Private Buses 

4.4 As the DTU services were inadequate to inect the 
needs of the city’s growing jQBulation, private buses had been 
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hired since July. 1964 to augment the transport capacity of the 
Undertaking in the interest of the travelling public. The number 
of private buses under DTU operation and number of passen¬ 
gers carried by them since 1964-65' are given in Table 3. 

Table 3 


Year No. of private buses No. of Passengers 

under DTU operation carried per day 


1964-65 • • • 

31 

20,722 

1965-66 • 

55 

43,828 

1966-67 • 

63 

47,245 

1967-68 • 

181 

165,635 

1968-69 ■ 

200 

148,653 

1969-70 • 

268 

176,914 


At present tile total number of private buses on road under 
DTU operation iS'320 and carry about 2.3 lakh passengers per 
day. TTie daily bus kilometerage covered by the private buses 
during 1969-70 was 38,430. Private operators have been en¬ 
gaged on 80 paise a kilometre system. Under this system they 
are tempted to carry as few passengers as possible by missing 
scheduled stops even when the. buses are not fully loaded. Their 
only objective is'to claim maximum distance. They do not con¬ 
form to DTU discipline. Their buses are also not suitable for 
city operation. Thus the hiring of private buses is not a satis¬ 
factory solution. 

Peak Hour Problem 

4.5 During peak hours the proportion of journey to work 
and back home is about 65 per cent of the total trips performed. 
Long winding queues of the anxious passengers waiting for buses 
are a common phenomenon at bus stops and the buses are 
loaded beyond their normal capacity. At the starting station 
itself the buses are almost fully loaded and at many intermediate 
stops they do not pick up passengers. Even at stops where buses 
halt, passengers have to struggle hard to get into them. Evidently, 
the fleet in operation is not adequate to meet the present require¬ 
ments of the passengers. Strengthening of the bus fleet is there¬ 
fore, imperative. Moreover, for economic operation large capa¬ 
city buses are required to be added to the fleet. 

3-2 PCND/70. 
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Fleet UtiliMtfoa 


4.6 The 
Table 4. 

fleet 

utilisation ratio 

since 1961-62 

is given in 



Table 4 



Year 


Average num¬ 
ber of buses in 
fleet ^ily 

Average num¬ 
ber of buses in 
service daily 

Fleet utilisa¬ 
tion ratio 
(per cent) 

1961-62 ■ 


703 

552 

78-52 

1962-63 ■ 


750 

619 

82-53 

1963-64 • 


840 

639 

76-07 

1964-65 • 


921 

649 

70-46 

1965-66 • 


940 

676 

71-91 

1966-67 • 


1010 

752 

74-46 

1967-68 • 


1123 

848 

75-51 

1968-69 • 


1228 

933 

76-00 

1969-70 • 

• 

1162* 

919t 

79-09 

’Excluding 36 buses earmarked for scrapping 


tExcluding 10 trailers. 

Breakdowns 


4.7 The yearwise number of breakdowns per 10,000 Kms. 
is given in Table 5. It shows that there has been an increase 
of 200 per cent in the number of breakdowns during the period 


1961-70. 




Table 5 


Year 

Breakdowns pcr 

Per cent increase 


10,000 Km. 

over 1961-62 

1961-62 - - 

4-7 


1962-63 - 

8-5 

80-8 

1963-64 - 

14-9 

217-0 

1964-65 - 

11-7 

148-9 
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Year 


Breakdowns per 
10,000 Km. 

Per cent increase over 
1961-62 

1965-66 • 

. 

12-2 

1596 

1966-67 • 

. 

10-7 

127-6 

1967-68 • 

• 

no 

1340 

1968-69 • 

• 

10-3 

119-1 

1969-70 • 

. 

14-1 

200-0 


Expressed in terms of the number of buses on road per day 
the figures for the recent months are given in Table 6. 



Table 6 



Month/Year 

Daily average 
fleet on road 

No. of break¬ 
downs in the 
month 

No. of break¬ 
downs per 
vehicle in the 
month 

April 1969 

941 

5286 

5-6 

May 1969 

900 

.5954 

6-6 

June 1969 

850 

5790 

6-8 

July 1969 

- • 917 

6835 

7-5 

Aug. 1969 

966 

7825 

8-1 

Sep. 1969 

- ' • 943 

7866 

8-3 

Oct. 1969 

944 

9236 

9-8 

Nov. 1969 

928 

8101 

8-7 

Dec. 1969 • - 

917 

7351 

8-0 

Jan. 1970 

926 

7836 

8-5 

Feb. 1970 

919 

.7?30 

7-9 

March 1970 

871 

6658 

7-6 


It will thus be seen that when the average number of buses 
on road* varied' from 850 to 966 during 1969-70 each operating 
bus broke down, on an average, twice a week. Ageing buses 
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and pcx)r vehicle maintenance inter alia are responsible for 
frequent and repeated breakdowns. 

4.8 Loss of scheduled kilometres on account of frequent 
breakdowns results in loss of revenue and also causes incon¬ 
venience to the travelling public which is the main cause of 
criticism against the DTU. The incidence of missed kilometerage 
varied from 13 to 25, per cent of scheduled kms. during 1969-70 
which may be seen in Table 7. 

Table 7 


Month/Year 


Scheduled 

Kms. 

Effective 

Kms. 

Missed 

Kms. 

Percental 
of missed 
Kms. to 
scheduled 
Kms. 

April 

1969 • 

• 

6,249,077 

5,434,901 

814,176 

130 

May 

1969 • 


6,575,180 

5,297,237 

1,277,943 

19-4 

June 

1969 ■ 


6,274,103 

4,818,758 

1,455,345 

23-2 

July 

1969 • 


6,481,913 

5,291,005 

1,190,908 

18-4 

Aug. 

1969 • 


6,520,409 

5,388,780 

1,131,629 

17-4 

Sep. 

1969 • 


6,383,896 

4,774,854 

1,609,042 

25-2 

Oct. 

1969 • 


6,709,753 

5,295,881 

1,317,872 

19-6 

Nov. 

1969 • 


6,477,284 

5,138,828 

1,338,456 

20-6 

Dec. 

1969 • 


6,673,680 

5,143,875 

1,529,805 

22-9 

Jan. 

1970 • 


6,440,715 

5,246,748 

1,193,967 

18-5 

Feb. 

1970 • 


5,793,956 

-(,646,367 

1,147,589 

19-8 

March 1970 


6,244,352 

4,812,182 

1,432,170 

22-9 


Age of tbe Fleet 

4.9 Out of a fleet of 1193 as on 31-3-1970, 679 buses i.e., 

56.9 per cent) were over 5 years old; 469 buses including 57 
old buses* purchased from the Tamil Nadu State Transport De¬ 
partment {i.e., 39.3 per cent) were over 8 years old and 290 buses 
including 57 Madras buses {i.e. 24.3 per cent) over 10 years old. 
The overage fleet is one of the serious problems for die DTU. 


♦Originally registered in 1955-56 at Madras. 
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Although it is difficult for them to dispose of or replace such 
large number of vehicles within a short period nevertheless, 
all out efforts have to be made to replace overage and uneco- 
nomic-to-repair buses to the extent possible, so that the present 
maintenance work load (about 21 per cent of total fleet off the 
road) is significantly reduced. This will also help in reducing 
the rate of breakdowns per day and minimise the missed kilo¬ 
metres. which were on an average 20 per cent during 1969-70. 

Replacmeat of Overage Boses 

4.10 The additions to and scrapping from the fleet during 
the period 1961-62 to 1969-70 are given in Table 8. 

Table 8 


Year 




Addition 

Scrapped 

Closing total 

1961-62 • 




123 

66 

727 

1962-63 • 




89 

32 

784 

1963-64 • 




96 

. * 

880 

1964-65 • 




121 

83 

918 

1963-66 ■ 




67 

12 

973 

1966-67 • 

< 



161 

110 

1024 

1967-68 • 

• 



205 

23 

1206 

1968-69 • 

• 

• 


82 

83 

1203 

1969-70 • 

• 

• 


1 

11 

1193 

- • ' 


On the basis of generally accemed yardstick of eight years life 
of a single deck bus. the DtU needs to replace 469 buses 
immediately. Another 210 buses (over 8 years) will become 
due for replacement by March. 1973. The DTU would, there¬ 
fore. need 679 buses in all to be replaced during the Fourth 
Plan. 


Bus Depots 

4.11 At present the Undertaking has six depots for mainte¬ 
nance and garaging facilities. The ideal capacity of these depots 
is 960 buses offiy while the present fleet of the Undertaking is 
1193 with the result that all the depots except at Kalkaji (which 
is under utilised) are overcrowded. For economic operation and 
efficient working, a depot should be medium-sized with a stabling 
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capacity of 100 to 125 buses. The DTU therefore, needs at 
least 2 additional depots and 4 sub-depots, suitably located for 
garaging and maintenance facilities in order to reduce dead 
kilometerage to the minimiun. 

Workshop Facilitws 

4.12 The detention period of vehicles can be minimised only 
by providing adequate workshop facilities and regular flow of 
essential spares and accessories required for their maintenance. 
The DTU has at present one Central Workshop at Kingsway 
adjacent to the Coronation Depot to cater to the needs of the 
entire fleet for major repairs and overhaul. To cope with the 
increased workload of maintenance and heavy repairs of the 
anticipated large number of buses and in view of the large 
operational area, it will be necessary for the Undertaking to 
decentralise its workshop facilities. 

Spare Parts 

4.13 The DTU has been experiencing difSculties in getting 
spare parts in time. At present the bulk supply of the spares are 
being obtained directly from the manufacturers who do not have 
their sales depots at Delhi. The Working Group had discussed 
this issue with M/s Ashok Leyland and TELCO. Both of them 
have since agreed to open their sales depots at Delhi. This 
would pot only be economical to the Undertaking but also reduce 
the procurement lead time. 

Route Plaimiiig 

4.14 The present bus route planning of the Undertaking 
has been mainly dominated by the desire to provide transport 
facilities in all parts of the Union Territory of Delhi including 
rural areas as it is the statutory responsibility of the Undertaking. 
This tendency has resulted in the operation of a number of bus 
routes which are long and circuitous, especially in the city. 
Almost all the routes operated by the DTU fail to cover even 
operational costs. The multiplicity of the bus routes is also not 
convenient to the passengers since the operation of many routes 
permits only low frequencies. Taking into consideration the 
trafiBc .pattern and with a view to making them economically, 
viable and improving efliciency. it is necessary for the Under¬ 
taking to reorganise its routes on scientific basis. It is learnt 
that traffic surveys for reorganisation of the routes are already 
in progress. 
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Financial Position of DTU 

4.15 Finances of DTU have reached rock-bottom and it is 
faced with increasing losses every year. The gap between the 
revenue and expenditure of the undertaking has been constantly 
increasing since 19^-64 as will be seen in Table 9. 

Table 9 


Year 

Income 

Expenditure 

Loss 

Total 
(Rs. in 
lakh) 

Per Km. 
in Paise 

■> ! - 

Total 
(Rs. in 
laUrs) 

Per Km. 
in Paise 

Total 
(Rs. in 
lakhs) 

Per Km. 
in Paise 

1963-64 • 

433-24 

86-58. 

471-81 

94-28 

38-57 

7-70 

1964-65 • 

451-70 

91-55 

511-71 

103-72 

60-01 

12-17 

1965-66 • 

479-60 

94-97 

566-39 

112-16 

86-79 

17-19 

1966-67 ■ 

553-55 

103-56 

653-78 

122-31 

100-23 

18-75 

1967-68 • 

608-32 

103-12 

755-73 

128-11 

147-41 

24-99 

1968-69 • 

668-76 

105-27 

835-64 

131-57 

166-88 

26-30 

•1969-70 

662-14 

107-74 

904-49 

147-17 

242-35 

39-43 


*Estimated 


The losses are mainly attributable to soaring prices, increase in 
taxation and frequent rise in the rates ’of dearness allowance to 
the employees. As a consequence, the DTU has been unable to 
make payments to its suppliers in time and thereby the purchase 
of stores and spare parts has become extremely dfficult. 

4.16. The DTU gets money from two major sources—loans 
from the Central Government to meet its eijtire capital expendi¬ 
ture, and its own revenues for running expenses. At present 
both these sources are inadequate. The Central Govermnent had 
advanced loans amounting to Rs. 13.28 crores (excluding a non¬ 
repayable loan of Rs. 38.13 lakhs) to'the Undertaking by the end 
of the* year 1969-70. Against this amount a sum of Rs. 278.10 
lakhs has so f* been repaid by the Undertaking. The depre¬ 
ciated value of the assets of the DTU as on 31-3-1969 was, 
however, Rs. 604.94 lakhs only. Due to its difScult financial 
position, the Undertaking has not been able to repay any of 
the loan instalments and interest charges' thereon since 1st Octo¬ 
ber, 1965. The over-due loan instalments and the interest charges 
at the close of the year 1969-70 amounted to Rs. 646.65 lakhs, 




32 


Fare Structare 

4.17 The fare structure of the DTU is telescopic. The bus 
fares are fixed on the basis of distance travelled subject to the 
minimum of 10 paise for adults and 5 paise for children for the 
first 2.5 kilometres as per fare structure revised in May, 1964. 
An extra charge of 5 paist per passenger is made irrespective 
of the distance travell^ on the Express Services. For other 
types of usage, the following schedule is in force since 1964:, 

1. Monthly pass for a value of 45 fares between 


two fix^ points. 

2. A.11 route one day ticket for Sunday/holiday 

For adults Re. 1.00 

For children Re. 0.75 

3. All route transferable pass per month. R$. 30.00 

4. Monthly pass for students for a value of 30 
fares Imween two fixed points subject to 

Minimum Rs. 4-50 

Maximum Rs. 12.50 

5. Special hire per KM. (m^ages etc.) Rs. 2.00 

6 . School hire per KM. Rs. 1.20 



CHAPTER V 

MADRAS CITY TRANSPORT SERVICES 

'T'hb bus services in Madras are provided by the Tamil 
Nadu State Transport Department. In October. 1947, 30 
buses were introduced for operaton in the city and gradually 
the extent of operation has been enlarged. T)ie city and mofussil 
operations of the Tamil Nadu State Transport Department are 
combined. At present the city and suburban fleet consists of 
1022 buses, the average number of buses on the road during 
1969-70 being 919 operating on nearly 200 routes. 

Fleet Growth 

5.2 The city fleet has grown from 772 to 1022 buses during 
the period April, 1964 to March 31. 1970 showing an increase of 
32.4 per cent. The growth of fleet from 1964-65 to 1969-70 is 
given in Table 1. 


Table 1 


Year 


Average number of 
buses in the fleet 

Per cent increase 
over 1964-65 

1964.65 • 


772 


1965-66 • 

• • • 

' 883 

14-3 

1966-67 • 


990 

28-2. 

1967-68 • 


1064 

37-8 

1968-69 • 

. 

1063 

37-7 

1969-70 • 

• 

1022 

32-4 


Passenger Giowtii 

5.3 In 1964-65, the daily average number of passengers, 
carried by the Madras City Transport Services was 7.20 lakhs 
while in 1969-70 it was 10.4 lakhs showing an increase of 44.4 
per cent. The yearwise growth of bus passengers since 1964-65 
is given in Table 2. 
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Table 2 


Year 

Average num- 

Average num- 

Average num- 


bcr of buses 

ber of passen- 

ber of passen- 


on road 

gers carried 

gers per bus 



daily 

per day 


1964- 65 

1965- 66 

1966- 67 

1967- 68 

1968- 69 

1969- 70 


602 

720,000 

1196 

708 

730,000 

1031 

808 

850,000 

1052 

926 

962,000 

1039 

925 

970,000 

1049 

919 

1,040,000 

1132 


5.4 During peak hours there is overcrowding in the buses. 
While the capacity of a bus is 61 passengers (36 sitting and 25 
standing) it carries about 90 passengers during peak period. To 
meet peak hour rush the Department needs large capacity buses. 
At present it has only single deck buses in its fleet. The Depart¬ 
ment has not so far introduced double deck buses due to 
difiSculties st^ph as, overhanging electric wires, narrow roads with 
sharp curves etc. The city fleet has been standardized on Ley- 
land Comet (210" Wheel base) and Benz (205" wheel base) be¬ 
cause of their capacity to withstand the strain of the city operation. 
The Depar^ent -has recently introduced trailer type buses on 
experimental basis having a capacity of 101 passengers, excluding 
the driver and two conductors. Standees are eliminated in the 
trailer bus completely. 

Fleet UtilisatioB 

5.5 The utilisation ratio of the Madras City Transport Ser¬ 
vices has been gradually improving from year to year which is 
evident from Table 3. 


Table 3 


Year 

No. of buses 

Average num- 

Fleet utilisa- 


in fleet 

ber of buses in 

tion ratio 



service daily 

(percentage) 

1964-65 • 

772 

602 

780 

1965-66 • 

883 

708 

80-2 
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Year 

No. of buses 
in fleet 

-•- 

Average num¬ 
ber of buses in 
service daily 

Fleet utilisa¬ 
tion ratia 
(percentage) 

1966-67 • 

990 

808 

81-6 

1967-68 

1064 

926 

870 

1968-69 

1063 

925 

870 

1969-70 

1022 

919 

89-9 


Bnakdownt 

5.6 The number of breakdowns per 10,000 kms. since 1964- 
65 is given in Table 4. 


Table 4 

Year 



Breakdowns per 

10,000 Kms. 

1964-65 



4-8 

.4965-66 

• . • « . ' . 


31 

1966-67 



3-4 

1967-68 



4-2 

1968-69 



14-2 

1969-70 

* 


16-6 


It will be seen from the above table that the rate of breakdowns 
has suddenly gone up to 14.2 per 10,000 Kms. in 1968-69 and 
further increased to 16.6 in 1969-70. The reason for this steep 
rise requires to be examined. 

Age of the Fleet 

5.7 Out of the fleet of 1022 as on 31-3-1970, only 11.7 
per cent (120) buses were 5 years old and 2.9 per cent (30) 
buses over 8 years old. There was no bus in the fleet which is 
over 10 years old. Thus over-age fleet is not much of a problem 
in Madras City as the Tamil Nadu State Transport Department 
has been following a policy of timely replacement of its overage 
fleet which is 6 years or 3.5 lakh Kms. in case of Ashok Leyland 
and 5 years or 2.75 lakh Kms. in case of TMB buses. 
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Fare Structure 

5.8 The fare structure for the Madras City Transport Ser¬ 
vices has been fixed by the Government. The fares are not 
changed as and when the expenditure increases. According to 
the Tamil Nadu State Transport Department about 40 per cent 
of the city routes are uneconomic. The existing fare structure 
of the City Services is at the rate of 10 paise for the first stage 
of 2 kilometres approximately and 4 paise in addition for every 
subsequent stage of 2 kilometres approximately, and the actual 
fare is rounded off to the nearest 5 paise denomination. 

The State Transport Department offers the following con¬ 
cessions to the public and student community; 

(i) Monthly season tickets to regular passengers at the rate 
of 40 single fares; 

(ii) Monthly concession tickets to the students at a flat rate 
of Rs. 10 per month for travel on any of the city routes 
(one ‘up’ and one ‘down’). If travel by additional 
route is involved, an extra sum of Rs. 5 per month is 
charged; 

(iii) Free bus passes ^to blind and maimed persons during 
thei^ period of treatment for travel between the residence 
and place of medical attendance. 



CHAPTER VI 


DESIGN AND AVAILABILITY OF BUSES 

'T'he city transport undertakings have the g«ieral duty of 
providing efficient, adequate, economical and coordinated 
system of road transport services. The service expected from 
the imdertakings includes elements such as capacity, frequency, 
reliability, spe^, safety and financial viability. The broad aim 
of the undertakings should be to provide a comprehensive net¬ 
work of services, including certain routes that may individually 
not be economic in the changing conditions of the cities. It 
is also desirable that peak waiting time should not be more tham 
10 minutes on the crowded routes. 

Large Capadify Buaes 

6.2 In order to meet the peak hour demand we recommend 
that the city transport undertakings should introduce large capa¬ 
city buses, preferably double deckers. Conventional single deck 
buses are not economical since the pay load is small, being about 
60 per cent of that of a double decker, while the cost of ope¬ 
ration is marginally less. The double deck buses also occupy 
less toad space for carrying a given number of passengers. 

Avaihbility of Doable Dedc Buses 

6.3 The proportion of the double deck buses to the total 
fleet for different city transport undertakings is given in Table 1. 

Table 1 


(As on 31st March 1970) 


Undertaking 

Total 

fleet 

No. of double 
deckers (inte¬ 
grated and 
articulated) 

Percentage 
of double 
deckers to 
total fleet 

CSTC 

1093 

375 

34-3 

BEST 

1307 

585 

44-8 

DTU 

1193 

27 

2-3 

TNSTD 

1022 

Nil 

Nil 
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6.4 The CSTC and BEST have been experiencing difficulties 
in procuring integrated double deck buses for replacement/ex¬ 
pansion. The manufacturers of heavy vehicles, in this case the 
Ashok Leyland, have on the other hand indicated that they have- 
not been able to cater to the requirements of city undertakings 
as no firm orders were placed on them in advance. The existing 
procurement lead time for new double deck buses is nearly 14 
to 16 months. We hope that this difficulty would not arise in 
future as Ashok Leyland have already got installed capacity for 
production of 1000 heavy duty vehicles and/with the implemen¬ 
tation of recommendations made by us in subsequent chapters 
of the report it should be possible for the undertakings to fore¬ 
cast their requirements and place orders in advance. 

Productimi of Tniiup<»t Vehicles 

6.5 At present the chassis manufactured by M/s Ashok 
Leyland, TELCO, Premier Automobiles and Hindustan Motors 
are basically not only common for city operation and long¬ 
distance passenger movements but also for goods vehicles. The 
annual installed capacity of the above manufacturers for com¬ 
mercial chassis (buses and trucks) is 7000, 24000* 9000 and 15000 
respectively. During 1969 the total production of commercial 
chassis by the above manufacturers was 31,000 against the total 
installed capacity of 55000. The manufacturers have, therefore, 
no difi3culty in meeting the deipand of transport imdertakings for 
the single deck buses. However, these chassis are not suitable 
for operation in urban areas. The city transport undertakings do 
need special type of buses as distinct from buses requir^ by 
road transport corporations for long distance travel. In view 
of this, it would be advantageous for the city transport under¬ 
takings to standardize their requirements for bus chassis. If 
this is done, the number of chassis required by the various city 
transport undertakings and quantity of various units, such as 
engine, gear box and their components, etc. would be substantial 
with the result that the manufacturers would find it economical 
to manufacture and thus reduce the cost. This would also enable 
the various city transport undertakings to get spare units or spare 
parts from other undertakings in the event of emergencies. 

StandaidisatioD 

6.6 Taking into accoimt the production programme of the 
manufacturers we suggest that the requirements of the bus chassis 
for city transport may be standardized to the following three 
categories: 

1. Cometised Titan Double Deck chassis. 
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2. Semi-articulated vehicle with a Leyland G>met Tractor 
and a suitable Trailer Chassis to mount a single or 
double deck bogie. 

3. Leyland Comet AL-COP-311 passenger chassis with a 
wheel base of 210". or TMB chassis UP-1210/S2 with 
a wheel base of 205". 

1. Cometised Titan Double Deck Chassis —^This is basically 
a Titan PD-3/S Chassis fitted with a Comet .370 engine and 
a Comet GB 241 S-speed gear box. The engine and gear box 
are same as us^ on a sin^e deck Comet .ch^sis. The Come¬ 
tised Titan Chassis is fitted with an imported fully floating Titan 
3/5 rear aide with a worm drive. However, the vehicle would 
have to be fitted with 14" clutch instead of 13" as at present. 

M/s Ashok Leyland have been manufacturing Titan ALPD 
1/1. 222" whe^l base double decker passenger chassis com¬ 
monly called “Beeverised” chassis. These chassis are fitted with 
5 /speed constant mesh closed ratio gear tox and powered by 
Ashok Leyland .680 6-cylinder engine, developing 150 H.P. 
at 2000 RPM. The BEST had purchased 50 of &ese chassis 
and the Ahmedabad Municipal Transport Service had also pur¬ 
chased a few of them. These chassis have not been found quite 
suitable for city transport due to (i) high capital cost; (ii) hi^ 
operating cost, especially on account of high fuel consumption 
(approximately 48 litres per 100 Kms.) and (iii) low fleet utili¬ 
sation and high breakdowns due to premature failure of clutch, 
defects in steering etc. Cometised Titan Double Deck* Chassis 
will represent an improvement over “Beeverised” chassis. 

2. Semi-articulated vehicle with a Leyland Comet Tractor 
and a Swtable Trailer Chassis to mount a single or double 
deck bogie —^The capital cost of these buses is low an8 the ope¬ 
rating expenses, including fuel consumption are also compara¬ 
tively smaller. This bus is built on Mahindra Owen make trailer 
chassis. The trailer is hauled by, a Leyland Comet 118" wheel 
base tractor. For city type of operation these buses have been 
found to be suitable compared to single decker as they carry as 
many as 100 passengers seated. The BEST has at present 50 
such buses which are giving satisfactory service. The DTU has 
recently placed an order, for 50 such buses. Recently Tamil 
Nadu State Transport Department has introduced one such bus 
on experimental basis. 

M/s Tata Engineering & Locomotive Co. Ltd. (TELCO) 
manufacture 127" wheel base tractor chassis. Similarly M/s 
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Premier Automobiles are manufacturing a tractor chassis with a 
Perkins .363 engine. Both thise tractor chassis have not yet 
been tried out in city service. However, these tractor chassis 
do not appear to be. suitable for a double deck trailer haulage due 
to the low maximum engine torque. They may be. suitable for 
haulage of a single deck trailer. 

3. Leyland Comet A1-COP-3/I Passenger Chassis and TMB 
Chassis LP-1210/52—These Chassis are being used successfully 
by the State Transport Undertakings in the country. 

M/s Ashok Leyland have recently come out with their 
“Cheetah” Single Deck passenger bus chassis with a* Wheel base 
of 194". The engine is mounted in the rear longitudinally. The 
carrying capacity of this chassis is 66 (50 seated and 16 standees) 
with a 2/2 seating arrangement. This is being tried on an experi¬ 
mental basis in Bombay and Delhi. The TCLCO also propose 
to bring out shortly a new TMB chassis with an extendi front 
overhang and 60 ^er cent rear overhang, fluid coupling and 
power steering. It is expected to carry 83 passengers (43 
sitting and 40 standees). 

6.7 The Working Group is also of the view that in case 
any manufacturer is able to develop chassis conforming to the 
above requirements, these can also be considered for purposes of 
standardisation for use in city operations. 

Reconditioiiiiig of Buses 

6.8 The fleet in Bombay and Calcutta' mostly consists of 
imported double deckers and heavy duty single deckers, though 
lately some indigenous medium duty single deckers have been 
add^. The Delhi fleet consists of imported heavy duty single 
deckers and indigenously made medium duty single deckers, 
the proportion of the latter being quite substantial. It would be 
economical to bring back to road some of the ’old imported 
buses through reconditioning and overhauling. According to a 
study n^de by the AhmedalJhd Municipal Transport Service, 
reconditioning of a jingle deck imported bus would result in 
a saving of Rs. 20,000 per vehicle over and above other savings. 

6.9 The undertakings have however, been facing severe 
difficulties in procuring imported spares required for overhauling 
and reconditioning due to shortage of foreign exchange. The 
situation in Calcutta is worse as the CSTC has 815 imported 
vehicles out of a total fleet of 1093, It will certainly be of great 
advantage if the double deckers Underfloors and PS-1 Is. which 
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have the same spares' as the Double deckers, can be brought 
back to service. Total, number of idle buses of these models 
is 150. An oci hoc licence of Rs. 10.34 lakhs was received in 
1969 for repairing some of these idle buses. Another .^ hoc 
allotment* of Rs. 17.80 lakhs would be necessary to bring all 
these vehicles back to service. If the idle imported buses can 
be pressed into service the capital cost on replacement can be 
considerably cut down. The idle PS-11s which are single deckers 
can be easily converted into double deckers. Thus there will be 
corresponding reduction in the cost of replacement. 

6.10 As regards the BEST, the requirement of foreign ex¬ 
change for procuring imported spares is Rs. 30 lakhs. This 
would enable the undertAing to recondition 200 overage im¬ 
ported buses. 

6.11 The D.T.U. and the Tamil Nadu State Transport De¬ 
partment do not need any additional foreign exchange for re¬ 
conditioning of imported buses. 

We recommend that tie Ministry of Industrial Development 
should allot necessary ad hoc foreign exchange to the CSTC 
and the BEST for reconditioning of their imported byses. 

Imported Spares 

6.12 The present system of allocation of foreign exchange 
makes no distinction between the imported and indigenous 
buses. Till 1967-68 the basis was Rs. 1000 per bus per annum. 
Since then it has been gradually reduced to Rs. 600. This 
amount is just adequate for meeting the needs of the Indian 
made medium duty vehicles. Treating imported buses on the 
same footing as the buse^ manufactured in India is not justified. 
We, therefore recommend that the allotment for existing heavy 
duty buses which were imported from U.K. should be at least 
Rs. 2500 per year. 

6.13 Most of the vital components of the double deckers 
now being manufactured by Ashok Leyland at Madras are 
imported from U.K. For allotment of foreign exchange these 
buses should, therefore, be treated at par with the imported 
buses. The Working Group would recommend that the Ministry 
of Industrial Development may adopt the above basis for allo¬ 
cation of foreign exchange for imported spares and also ensure 
clearance of licences expeditiously. 


•An application for this has already been subnaitted to the Ministry of 
Shipping & Transport. 

4—2 PCND/70. 
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Prices of Commercul Vehicles 

6.14 Prices of commercial vehicles have been steadily in¬ 
creasing. The cost of chassis alone has gone up by about 32 
per cent during the last five years. Ashok Leyland single deck 
bus chassis which cost about Rs. 44,000 in 19M-65 to-day costs 
Rs. 58,000. This is mainly due to general rise in price level 
resulting in increase in the price of the materials and in wage 
bill and increased taxation.* The rate contract price fixed by 
DGS&D is being ayailed of by the Undertakings while ordering 
purchases of commercial chassis. It is understood that recently 
the manufacturers have asked for an increase in DGS&D rate 
of chassis because of the reported wide gap between the market 
price and the DGS&D rate. Standardisation of requirements of 
City Transport Undertakings as suggested by us in this chapter 
should, however, help in securing economics in the cost of 
production and consequently affect the price structure. 


♦According to the Road Transport Taxation Inquiry Committee (Novem¬ 
ber 1967), the total tax element in the price of a commercial vehicle was estintated 
to be 48 per cent of the ex-factory price. 


CHAPTER VII 

HNANCIAL REQUIREMENTS OF THE UNDERTAKINGS 

As mentioned in the earlier chapters, all the four city transport 
undertakings have not been able to meet even their operational 
cost. The extent of losses incurred by them which are increasing 
every year may be.seen jn Table I, 


T/ble 1 




BEST 



esje 


Year 

Revenue 
per km. 

(in paise) 

Expendi¬ 
ture per 
km. 

(in paise) 

1 

Total loss 
during the 
year (Rs. 
in lakhs) 

Revenue 
per km. 
(in paise) 

Expendi¬ 
ture per 
km. 

(in paise) 

Total loss 
during the 
•year (Rs. 
in lakhs) 

1964-65 

118-7 

128-3 

74-3 

119-0 

131-0 

70-1 

1965-66 

120-6 

143-3 

169-0 

125-0 

132-0 

117-7 

1966-67 

134-8 

153-6 

133-3 

132-0 

159-0 

146-9 

1967-68 

144-3 

163-4 

145-6 

142-0 

193-0 

212-4 

1968-69 

149-5 

161-5 

102-4 

160-0 

238-0 

268-8 

*1969-70 

154-8 

172-5 

155-1 

168-0 

291-0 

355-0 





DTU 









- ) 

Year 


Revenue 
per km. 
(in paise) 


Expendi¬ 
ture per 
km. 

(in paise) 


Total loss 
during the 
year (Rs. 
in lakhs) 

1964-65 


91-6 


103-7 


6Cf-0 

1965-66 


95-0 


112-2 


86-8 

1966-67 


103-6 


122-3 


100-2 

1967-68 


103-1 


128-1 


147-4 

1968-69 


105-3 


131-6 


166-9 

*1969-70 


107-7 


147-2 


242-4 


•Estimated. 







44 


7.2 The losses in case of Calcutta State Transport Corporation 
amount to nearly 42 per cent of the expenditure per kilometre 
while that of BEST and D.T.U. amount to 10.0 and 26.8 per 
cent respectively. As regards Madras city, separate figures of 
revenue and expenditure are not maintained but it is understood 
that the Undertaking is able to make up losses on city transport 
services by operating in mofussil areas. Way and means advances 
are being made available to the CSTC by the State Government. 
The losses in case of BEST are being met by profits of Electricity 
Undertaking. Although the capital requirement of the DTU is 
met by Central Government in'full, the position is different be¬ 
cause it receives loans instead of tapital contribution which have 
to be repaid with interest. The D.T.U. has, however, been unable 
to repay even the interest charges leave alone the loan instal¬ 
ments since 1965. 

Financial Requirements for Augmentation of Fleet 

7.3 If the city undertakings have to render satisfactory ser¬ 
vices, it is necessary to arrange foE their financial requirements for 
replacement of overage buses and also reasonable augmentation of 
their fleet. The requirements of different undertakings during the 
remaining period of the Fourth Five Year Plan are discussed 
below ; 

(i) C.S.T.C .—The C.S.T.C. was originally developed for a 
target of daily supply of 750 buses (300 double deckers and 450 
single deckers). This target was nearly reached in the beginning 
of 1967. However, the out-shedding of 750 buses per day could 
not be maintained for long due to preponderancq of old and dila¬ 
pidated buses and foreign exchange difficulties. At the end of 
1971-72 the CSTC would be left with an effective fleet of 587 
buses (185 double deckers and 402 single deckers). Leaving out 
the question of increasing passenger demand and expansion 
necpssary to cope with it, the Working Group is of the view that 
the CSTC should at least have a fleet capable of daily supply, of 
750 buses which was the original target. Taking the fleet utilisation 
ratio to be 80 per cent, it would require a fleet of 937 buses (375 
double deckers and 562 single deckers). In other words, the 
CSTC will have to acquire 190 double deckers (375—185) and 
160 single deckers (562—402) by 31-3-72. Out of these 350 buses 
the CSTC should renovate 150 buses (60 double deckers and 90 
single deckers) and procure itfO new buses (130 double deckers 
and 70 single deckers). The cost of the above programme works 
out to be Rs. 321.50 lakhs (Rs. 28 iSlkhs for renovation and 
Rs. 293.50 lakhs for new buses). Out of Rs. 321.50 lakhs, the 
CSTC would be able to obtain a loan of Rs. 100 lakhs through 
the Industrial Development Bank of India. It is recommended that 
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the SCTC should receive immediate finan cial assistance of the 
order of Rs. 221.50 lakhs during 1970-72. 

During 1972-74, the CSTC would require another 203 buses 
(165 double deckers and 38 single deckers) costing about 
Rs. 326.30 lakhs for replacing depreciated buses. The ^TC 
would be able to get a loan of Rs. 100 lakhs through the Indus¬ 
trial Development Bank of India. The balance of Rs. 226.30 
lakhs would therefore, have to be provided to the CSTC. 

To^ sum up, the net requirement of funds for the CSTC 
work out to: 

1970-72 .Rs. 221.50 lakhs 

1972-74 .Rs. 226.30 lakhs 

In addition, CSTC needs about Rs. 50 lakhs for other 
Capital expenditure, viz-, construction of new depots, bus termi¬ 
nals, passenger shelters, plant and machinery etc. 

The Planning Commission have agreed to a provision of 
Rs. 5 crores for the Calcutta State Transport Corporation to be 
included in the Fourth Plan (1969-70) of West Bengal. This ex¬ 
cludes the amount which would be available for expansion pro¬ 
gramme of the Corporation as loan from Industrial Development 
Bank of India for purchase of chassis. Out of the above plan 
provision about Rs. 50 lakhs have been spent during 1969-70, 
This leaves a balance of Rs. 4.5 crores for four years (1970-71 
to 1973-74) and will take care of the programme recommended 
by us for the four years 1970-71 to 1973-74.* It is, however, 
necessaty that funds are actually provided to the Corporation on 
the basis of this allocation in the Annual Plans and there is no 
lapse of funds. For 1970-71 the Planning Commission are under¬ 
stood to have agreed to a provision of Rs. 50 lakhs for the Cor¬ 
poration in addition to Rs. 50 lakhs which are to be made avail¬ 
able to the Corporation as loan from the Industrial Develop¬ 
ment Bank of India. We recommend that taking into account 
the immediate requirements of Calcutta State Transport Corpo¬ 
ration and the distribution of balance plan provision on a pro- 
rata basis, the provision for the current year should be augmented 
by Rs. 60 lakhs. 

(ii) B£5r.—The requirement of BEST works out to 150 
double deckers every year for tcplacement/expansion programme 
in order to maintain an effective.fleet of 1500 buses. The BEST 
would thus need Rs. 3 crores every year for the above programme. 
It is understood that the requirements of BEST from year to year 
are met by the Municipal Corporation through public loans sup¬ 
plemented by internal resources of the Undertaking. 
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(iii) DTU .—Taking into account (a) the growth of population 
and consequent increase in the number of commuters at the rate 
of 80,000 per year, the buses being the only existing means of 
mass transportation in Delhi; (b) the dispersal of industries; (c) 
shifting of Jhuggis and Jhonpries and slum dwellers to the va¬ 
rious outlying colonies of the Union Territory in accordance with 
the proposals made in the Master Plan for Delhi; and (d) the 
replacement of the overaged stock, the DTU would need in all 
1127 (679 buses for replacement of overage buses and 448 for 
expansion), for the four years period 1970-71 to 1973-74. This is 
expected to cost Rs. 10.5 crores. In addition, a minimum of 
Rs. 1.5 crores would be r^uired for additional auxiliary vehicles 
and other ancillary facilities like depots (2), sub-depots (4) etc. 
Thus the total financial requirements of the DTU amount to 
Rs. 12.00 crores for four years or Rs. 3.00 crores per annum. 
The Planning Commission had approved the Fourth Plan outlay 
of Rs. 10 crores for the DTU, against which a loan of Rs. 1.6 
crores was disbursed to the DTU during 1969-70. This leaves 
balance outlay of Rs. 8.4 crores for four years. The DTU would, 
therefore, need further provision of Rs. 3.6 crores (Rs. 12 crores— 
Rs. 8.4 crores) during the Fourth Plan for expansion and replace¬ 
ment of its overaged stock. Ehtring the current year 1970-71, a 
budget provision of Rs. 2 crores has been made for DTU. On a 
proportionate basis, we recommend that this provision should 
be augmented by Rs. 1 crore. It may be added that the above 
requirement is exclusive of the capital requirements for replace¬ 
ment of 316 private buses, which is expected to cost Rs. 3 crores. 

(iv) Mxidras City Transport Services .—The requirements of 
Madras city as indicated by the Director, Tamil Nadu State 
Transport Department, on the basis of norms adopted in the past, 
are 487 buses for replacement during the remaining four years 
of the Fourth Plan. The requirements for augmentation of city 
fleet during the same period will be 200 buses at the rate of 50 
buses per year. The total capital requirement will be Rs. 4.6 
crores for replacement programme to be met out of the depre¬ 
ciation fund and Rs. 1.9 crores for augmentation of the city fleet 
besides Rs. 50 lakhs required for extension of depot facilities in 
the city. A provision of Rs. 4 crores has been made in the Fourth 
Plan of the State Government for transport services for the whole 
of Tamil Nadii State. This excludes the requirements for replace¬ 
ment of overaged buses- to be mel out of depreciation fund. The 
Working Group rrecommends that an amount of Rs. 2.4 crores 
(Rs. 1.9 crores 4-0.5 crore) should be made available to the 
Tamil Nadu State Transport Department exclusively for the 
expansion of city transport services during the period 1970-74. 



CHAPTER VIII 


PATTERN OF TAXATION OF PASSENGER ROAD 
TRANSPORT SERVICES 

P ASSENGER road transport services in cities are subject to taxes 

both direct and indirect. Direct taxes include motor vehicle 
tax and passenger tax levied by the State Governments. In 
Bombay the wheel tax is also levied by the local body. Indirect 
taxes on passenger buses are levied by the Central Government 
as well as by the State Governments. The taxes levied by the 
Central Government comprise import and excise duties on motor 
vehicles, motor Vehicle components, tyres and tubes, batteries, 
H.S.D. oil and lubricants. The indirect taxes, levied by the State 
Governments include sales tax on motor vehicles, bodies, parts, 
motor fuel, tyres and tubes and lubricants. 

Direct Taxes 

8.2 The motor vehicle tax is levied by the State Govern¬ 
ments on the basis of seating capacity of a passen^r vehicle. In 
the case of Bombay a surcharge is also levied on diesel vehicles. 
Rates of motor vehicle taxes in the metropolitan cities are given 
in Annexure I. 

8.3 In the case of BEST, the motor vehicle tax on a 40- 
seater bus amounted to Rs. 1746 per annum in 1964-65. It wds 
raised by about 15 per cent to Rs. 2010 per annum in March 
1966. The tax on a 52-seater bus was increased from Rs. 2098 to 
Rs. 2450 per annum or 16.6 per cent during this period. There 
has been no increase in the motor vehicle tax in Bombay since 
March 1966. It may be mentioned that the Government of 
Maharashtra gives a rebate of one-third on the motor vehicle 
tax on the vehicle plying within municipal areas. 

8.4 The motor vehicle tax in Delhi which stood im 1964-65 
at Rs. 1720 per annum for a 40-seater bus and Rs. 2200 for a 
52-seater bus was increased by 25 per cent in 1969 to a level of 
Rs. 2150 and Rs. 2750 per annum, respectively. 

8.5 In Calcutta, the motor vehicle tax on 40-scater and 52<- 
seater bus amounts at present to Rs. 2190 and Rs. 2550 per 
annum respectively. There has been no change .in the tax- there 
during the last five years. 
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8.6 In Madras, the motor vehicle tax for city services is 
levied at the rate of Rs. 4480 and Rs. 5800 per annum for a 40- 
seater and 52-seater bus respectively where the total distance 
covered by a vehicle in a day does not exceed 210 Kms. The 
Government of Tamil Nadu levies the motor vehicle tax at a 
lower rate on vehicles which are confined to municipal limits. 
The Government of Tamil Nadu has increased the motor vehicle 
tax on passenger vehicles operating on niofussil services by about 
20 per cent with effect from 1st July, 1970. However they have 
decided not to enhance the rates of tax for city services as these 
services are generally not so remunerative as mofussil services. 

8.7 Another direct tax levied by some of the State Govern¬ 
ments is passenger tax. In the case of BEST, this tax is levied at 
the rate of 5 per cent of the inclusive amount of fares with effect 
from September 1966 and worked out to Rs. 3589 on an average 
for 52-seater bus for 1968-69. This rate of tax is applicable to 
State carriages plying in municipal areas. The tax on passengers 
carried i by vehicles on mofussil services is as high as 20 per cent. 
In the case of city and suburban passenger services in Madras, 
passenger tax is levied at an average rate of Rs. 3700 per bus 
per annum. Passenger tax is not levied in Delhi and Calcutta. 

8.8 The direct tax levied in Bombay by the local body is 
wheel tax on passenger vehicles. It is levied at the rate of Rs. 65 
per quarter per vehicle. Table 1 below gives the percentage share 
of direct taxes in the total expenditure per vehicle. 

Table 1 


(In rupees) 


Direct taxes 

DTU 

1969-70 

BEST 

1969-70 

CSTC 

1969-70 

MSTD 

1969-70 

Motor Vehicle Tax (52 seater) 

2750 

2450 

2550 

5800 

Passenger Tax .... 


3859 


3700 

Wheel Tax .... 


260 



Total Direct Taxes 

2750 

6569 

2550 

9500 

Annual Expenditure per vehicle 

76000 

91955 

77000 

79474 

Percentage of direct tax in the total cost 
of operation per vehicle. 

3-6 

7-1 

3-3 

11-9 
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8.9 It will be observed that the highest (Share of direct taxes 
in the total expenditure per vehicle in 1969-70 was 11.9 per cent 
ifli the case of Madras city and Suburban Services as compared 
with 3.6 per cent for DTU, 711 per cent for BEST and 3.3 per 
cent for Calcutta State Transport Corporation. 

Iiidireci>'>ixe 9 

8.10 The incidence of Central Taxes on ^passenger vehicles 
as worked out by the BEST is given at Annexure II. The total 
tax burdeof of the Central levies on a 52 seater. bus has been esti¬ 
mated at Rs. 16.407 for the year 1970. 

8.11 The incidence of indirect taxes levied by the State 
Governments in Metropolitan cities* and the percentage share of 
these taxes in total annual expenditure per vehicle for the year 
1970 is given in Table 2. 

Table 2 


(In rupees) 



Indirect taxes 

DTU 

BEST 

MSTD 

1. 

Sales tax on HSD Oil ... 

1045 

1192 

, 1740 

2. 

Sales tax on tyres and tubes 

808 

687 

715 

3. 

Sales tax on cha»is and body * 

1263 

1384 

1390 


Total State taxes 

3116 

3263 

3845 


Central taxes f ... 

J6407 

16407 

16407 


Total taxes . 

19523 

19670 

20252 


Annual Expenditure per vehicle 

76000 

91955 

79474 

Percentage share of indirect taxes in total cost of ■ 
operation per vehicle. 

25-7 

21-3 

25-4 

8.12 The share of indirect taxes levied by the Central and 
State Governments in the total expenditure per vehicle in 1976 
amounted to 25.7 pe^ cent for DTU, 21.3 per cent in the case of 
BEST and 25.4 per cent for MSTD. 


•Excluding Calcutta. 

tCentral taxes as calculated by BEST are assumed to apply to Delhi and 
Madras as well. 
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Taxes in Foreign Cduntries 

8.13 In this context, a reference to the comparative survey* 
of taxation of public transport undertakings in cettain West 
European countries, viz-, Belgium, West Germany, Fxihcc, Italy, 
Netherlands, Austria, Switzerland and Spain, will be relevant. 
The results of the survey in respect of motor vehicle tax trans¬ 
port tax and fuel .tax are as follows; 

(a) Motor Vehicle Tax. A complete exemption from Motor 
■Vehicle Tax is granted in Belgium. In Switzerland, tgere is ex- 
tdihsive exemption from motor vehicle tax in a number of can¬ 
tons. In Italy, there is partial exemption and buses on scheduled 
public services benefit from one-third reduction in the motor 
vehicle tax. Ih West Germany also, there is partial tax exemption 
and a rebate of 50 per cent is given in the graduated tax leviable 
(xa buses on scheduled public services according to the maximum 
permissible total weight. There is' no exemption front Motor 
\c6hicle Tax in France, Netherlands and Austria. 

fb) Transport Tax. Apart from Switzerland, the transport 
services in all these West European countries have to pay a 
turn-over or Transport tax, 

(c) Fuel Tax. With the exception of Switzerland, Undertak¬ 
ings in all the countries are liable for full fuel tax. In Switzer¬ 
land, extensive relief is given to the transport undertakings in 
respect of Fuel Tax with effect from 1-4-1968, the rate of tax per 
100 Kgs. of diesel fuel being 11.6 Swiss francs for transport un¬ 
dertakings as against a general rate of 48.90 francs. 

8.14 The total tax relief to selected public transport under¬ 
takings in the. above West European countries as conapared with 
total taxes that would have been payable in 1964-65- had there 
been no tax relief, amounted to 59.77 per cent in Switzerland, 
57.68 per cent in West Germany, 29.61 per cent in Belgium, 5.97 
per cent in Austria and 4.70 per cent in Italy. The . actual tax 
burden as percentage of net operating costt ranged between 
0.83 in Switzerland and 18.38 in France in 1965. 


•Information is based on “Taxation of Public Transport Undertakings in 
various West European Countries” by Rolf Scggel, Director, Bremer Strassen- 
bahn AG (Germany)—a comparative survey of the International Commission 
on Economic Policies in Transport of the International Union of Public Trans¬ 
port (UITP) Supplement to Paper No. 6 ciruclated at 38th International Congress 
of UITP. 

tTotal cost less depreciation, interest on borrowed capital, insurance, taxes, 
licensing charges or road-use payments. 
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8.15 It may be added that U.K. Government* have decid¬ 
ed to give a rebate of Is 7d on the fuel duty to operators of 
State Bus Services with effect from 1st January 1969. This is 
following the representation made repeatedly by bus operators 
that fuel duty represents a heavy burden on bus services. 

Cunclu$iqir 

8.16 Public transport undertakings have to operate services 
according to set standards of safety, continuity, regularity and' 
capacity, and keep pace with technical progress. They have to 
operate evep, on unprofitable routes and at fares fixed by autho¬ 
rity, contrary to the commercial interests of the undertakings. 
The undertakings are also required to offer concessions in fares 
to students etc. In other words, profitability considerations have 
to be eschewed in public interest. It is, therefore, not unreason¬ 
able for transport undertakings to expect relief from public taxes 
in view of their public service functions and the considerable 
general interest in low fares. The tax policy in regard to metro¬ 
politan transport services needs to be reviewed, especially be¬ 
cause these undertakings have been operating at a considerable 
loss for many years. 

8.17 In view of the losses incurred by the city services, some 
of the State Governments have levied lower rates of taxes on 
passenger vehicles plying in municipal areas. As mentioned ear¬ 
lier, the Government of Tamil Nadu levies lower rates on city 
services and, while they have raised the rates of motor vehicle 
taxes for mofussil services recently, they have not enhanced the 
rates for city services. The Government of Maharashtra also 
gives a rebate of one-third on the motor vehicle tax in the case 
of buses plying in municipal areas. That Government also levies 
passenger tax at only 5 per cent as against 20 per cent for mofus¬ 
sil services. We recommend that the principle of lower rates of 
tax for city services should be accepted by the Central and all 
State Governments concerned in view of the difficult financial 
position of the city transport undertakings. We further recom¬ 
mend that the rates of taxes levied by the Governments on pas¬ 
senger vehicles plying in metropolitan areas should not be raised 
furfiier. 


♦White paper on Public Transport and Traffic—December 1967. 






ANNEXURE / 


Rates oj Motor Vehicle Tax levied in Metropolitan Areas of Delhi, 
Bombay, Calcutta and Madras 


1964-65 


1970-71 


D.T.U. Rs. 400 for 18 se^s plus Rs. 60 Rs. 500 for 18 seats plus Rs. 75 
for every additional seat, subject for every additional seat, subject 
to the maximum of Rs. 2200. to the maximum of Rs. 2750. 

B. E.S.T. (0 For 1st four passengers at (i) For 1st four passengers at 

Rs. 60 each. Every additional Rs. 60 each. Every additional 
passenger at Rs. 44 each. passenger at Rs. 55 each. 

(ii) (a) Standees 25 per cent of (ii) (a) Standees upto 25 per 

seating capacity-^-Tax at 25 per cent of seating capacity—Tax at 
cent. 25 per cent. 

(b) Standees exceeding 25 per (b) Standees exceeding 25 i>er 
cent of seating capacity—Full cent of seating capacity*—Full 
tax. tax. 

(iii) Two-third rates for vehicles (iii) Two-third rates for vehi- 

within Municipal areas. cles within Municipal areas. 

(iv) Diesel vehicles will have to (iv) Diesel vehicles will have to 

pay surcharge of 50 per cent in pay surcharge of 50 per cent, in 
addition, subject to the maxi- addition, subject to the maxi¬ 
mum of Rs. 530. mum of Rs. 530. 

C. S.T.C. Rs. 1980 for 33 seats plus Rs. 30 No change. 

for every additional seat. 


M.S.T.D. For every seated passenger and No change, 
where the total distance permit¬ 
ted to be covered by a vehicle in 
a day 

(i) Does not exceed 210 Kms. 

Rs. 28 per seat per quarter. 

(ii) Exceeds 210 Kms. but 
does not exceed 270 Kms. 

Rs. 33 per seat per quarter. 

(iii) Exceeds 270 Kms. 

Rs. 38 per seat per quarter. 

(iv) Standees. 

Rs. 5.69 per standee per quarter. 
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ANNE XU RE II 

Statement showing Yearly Incidence of Central Taxes 
on a 52-Seater Bus 


(a) Import duty on component parts imported for assembly of 
the chassis engine=Rs. 3249 spread over ai\ assumed life of 

8 years comes to=Rs. 3249-h8=Rs. 406 • • • =Rs. 406 

(b) Excise duty of Rs. 5340 on chassis (including tyres etc.) 

spread over a period of 8 years=Rs. 667 • • • =Rs. 667 

(c) ] Inter-state sales tax of Rs. 1542 on chassis spread over a 

period of 8 years .=»Rs. 193 

(d) Central excise on tyres (and tubes) at 72% Ad Valorem 

(60% of basic excise4-20% S.E.D.) Rs. 5724-^72% • • =Rs. 4122 

<e) Excise duty on H.S. Diesel Oil at 56 paise per litre leviable on 

annualconsumptionof63000Kms.63000-(-3.17=198741itres =Rs. 11019 

Total Rs. 16,407 


Note: In calculating the tax burden, the annual vehicle kilometrage is assumed 
to be 63,(XX) kms. and the life, of a vehicle as 8 years. The life of the 
set of 8 tyres is assumeo to be 63,{XX) Kms. which according to the assump¬ 
tion is one year. The basic price of 8 tyres at Rs. 650 of each works 
out to Rs. 5,724. The consumption of fuel is assumed to be 3.1 / kms. 
per litre. 



CHAPTER IX 

ORGANISATIONAL AND FINANCIAL STRUCTURE 

'T HE organisational structure of public transport undertakings 
^ is of vital importance for their sound and cfiBcient working. 
At present the BEST and the DTU are managed departmentally 
by the respective Municipal Corporations through their statutes 
Transport Committees. The Calcutta State Transport Corpoo- 
tion is a statutory body set up under the Road Transport Cq- 
poration Act, 1950. The road transport services in Madras City 
are provided departmentally. as a part of the Tamil Nadu State 
Transport Department. 

9.2 In case of the Bombay Electric Supply and Transport 
Undertaking, the BEST Committee of Bombay Municipal Cor¬ 
poration and in case of Delhi Transport Undertaking the Trans¬ 
port Committee of the Delhi Municipal Corporation is the prin¬ 
cipal authority for the management of the Undertaking. The 
Delhi Municipal Corporation Act provides' that it shall be the 
general duty of the Transport Committee to take steps from 
time to time for providing or securing or promoting the provision 
of an efficient, adequate, economical and properly coordinated 
system of road transport services. In canying out the above 
objectives, the General Manager is required to act as far as pos¬ 
sible on business principles. Under the Act, he has been given 
the powers to prepare schemes for starting new transport ser¬ 
vices or augmenting the existing road transport services, but the 
final decision rests with the Municipal Corporation and he has 
to seek advice of the Transport Committee before placing it 
for approval of the Municipal Corporation. The decision regard¬ 
ing the changes in the fare structure also rests with the Transport 
Committee with the approval of the Corporation. There are other 
subsidiary provisions which, empower only the Transport Com¬ 
mittee to purchase rolling stock, plant, equipment and any other 
item required for the efficient operation of the Undertaking and 
to dispose of scrapped vehicles, old tyres, used oil and any 
other stores oL scrap value. The Bombay Municipal Corporation 
Act also contains similar provisions. 

9.3 The organisational set up of the undertakings managed 
by the Municipal Corporations, has the following short-comings: 

(i) As the powers given to the General Managers are limit¬ 
ed. in several matters approval of the Municipal 
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Corporation or the Transport Committee has to be ob¬ 
tained. Such practice delays many of the decisions even 
on routine matters, such as location of bus stops, altera¬ 
tion in bus routes, appointments of personnel, purchase 
of stores etc. 

(ii) The budget of the Undertaking is a part of the total 
budget of the Corporation, and has to be approved by 
(a) Standing Committee and (b) the Municipal Corpo¬ 
ration. This involves several bugetary and accounting 
difficulties for the Undertaking which should normally 
be maintained on a commercial basis. No budget com¬ 
mitments therefore, can be made for more than one 
year without reference to the Municipal Corporation. 
In case of BEST the financial planning of the Under¬ 
taking is linked up with the financial planning of the 
Bombay Municipal Corporation, which in turn, depends 
on its share of public loans from the total share of the 
State in the Five Year Plans. 

(iii) The General Manager is not even full-fledged member 
of Transport, Committee which is responsible for 
making all major decisions for the Undertaking on 
capital procurements, long range planning etc. 

(iv) In case of the BEST, recruitment to posts carrying pay 
scales above Rs. 500 has to be done through the Public 
Service Commission wljercas in DTU all posts carrying 
a minimum salary of more than Rs. 350 per month have 
to be referred to the Union Public Service Commission 
under the Act. For an Undertaking which has to run 
on modem management lines, this procedure involves 
undue delays. It also restricts the management from 
choosing the right people at the right time and from giving 
appropriate emoluments or promotions based on merits. 

(v) The Undertaking cannot avail the facility of loans from 
banking institutions like the Industrial Development 
Bank as this facility is available only to those set up 
under the Road Transport Corporation Act, 1950. The 
D.T.U. is also having difficulty in getting loan from 
Banks for its working capital. 

9.4 It will thus be seen that the present organisational struc¬ 
ture of the BEST and DTU is not a satisfactory arrangement for 
efficient running of the Undertakings* The Working Group, 
therefore, recommends that the present organisational set-up 
should be replaced by a Statutory Corporation to exercise the 
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necessary supervision, management and control. This could be 
followed by other city transport undertakings also. e.g. 
Ahmedabad Municipal Transport Service. This would be in 
keeping with the general policy of the Government of India that 
passenger road transport services should be run through Corpo¬ 
rations in the interest of eflSciency and continuity of growth and 
expansion. Corporations have greater autonomy in the manage¬ 
ment and operation of commercial services, in the use of internal 
resources and in mobilising resources for future development 
than what obtains in the case of departmental undertakings. We 
further recommend that the Board of Directors of the Corpora¬ 
tion should be appointed strictly on the basis of skills and ex¬ 
perience useful to a transport undertaking and should be capa¬ 
ble of reviewing operations and recommending improvements. 

9.5 In a Coiporation fonn of organisation, it is expected 
that there would be one Chief Executive. He may be called 
Chairman or the General Manager who would be directly res¬ 
ponsible to the Board of Directors. The Chief Executive should 
be a person responsible for management of the Corporation at the 
top level and should be a member of the Board of Directors. 
He should be actively assisted by at least three heads of depart¬ 
ments like Administration, Finance & Accounts and Engineering. 
This group of four may be treated as the top managenient group 
with the Board of Directors acting as supervisory management. 

9.6 It is useful to conduct management through proper dele¬ 
gation of responsibility with consequential authority. The Work¬ 
ing Group recommends that there should be larger delegation o( 
powers for the Chief Executive and other managerial staff so as 
to ensure optimum performance. Even pending the formation of 
Corporation, it is necessary to delegate more powers to the 
General Managers of the Undertakings. 

9.7 There have been frequent changes in the post of General 
Manager/Director of the Undertakings. For instance in case 
of DTU there have been more than five changes in the post of 
General Manager during the last 12 years although under the 
Delhi Municipal Corporation Act the tenure of a General 
Manager is normally for five year^. In Madras too, no I^ector 
continued in his post for more than a year during the last three 
years. Short-term top appointments eliminate the possibility of 
development of unified ■ management, direction and practices. 
We strongly urge upon the concerned authorities that frequent 
changes in top management personnel should be avoided. 

9.8 It would be helpful to appoint a Planning Group of 
competent people in the undertaking to make necessary studies 

5—2 PCND/70 
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to improve the eflSciency of the service, develop projects to this 
end and work with the operating departments to cahy them out. 
This group should assist the General Manager in plann^g im¬ 
provement of the projects and should report to him regularly. 

9.9 The transport undertaking also needs a special group 
to make cost studies with a view to achieving economies in all 
departments. It would be of advantage to have costing personnel 
in the various depots so that performance of a depot or mainte¬ 
nance/operations unit can be compared with one another. 

I<uiancial Structure 

9.10 The city transport undertakings have the statutory duty 
to provide adequate as well as economical service to the public. 
It is, however, not easy for them to reconcile these obligations. 
The public transport in urban areas by its very nature is relative¬ 
ly more costly as compared to services running on long distance 
routes due inter alia, to low operating speed on account of traflBc 
congestion, multiplicity of bus stops, extra fuel consumption and 
increased wear and tear of vehicles due to frequent acceleration 
and deceleration. At the same time the kilometres done per bus 
per day in the case of city undertakings is less. At present it 
varies from 155* in case of CSTC to 182 Kms. in the case of DTU 
and 210 Kms. in case of BEST whereas a long distance bus of the 
Maharashtra State Road Transport Corporation does nearly 
235 Kms. per day. Besides, the city transport undertakings are 
obliged to run their services on routes which are mostly uneco¬ 
nomic in order to serve the needs of the public—nearly 62 per cent 
of BEST routes are uneconomic whereas in Delhi almost all 
routes are uneconomic. There is also the main problem of meet¬ 
ing peak hour demand of commuters. In this connection the un¬ 
dertakings are obliged to maintain a large fleet of buses for peak 
hours use in order to reduce the waiting time of the commuters. 
This leads to a large number of buses being idle during off peak 
hours causing loss of revenue. During the last few years the gap 
between income and expenditure of city transport undertakings 
has widened considerably. The extent of losses incurred by the 
CSTC, BEST and DTU in 1969-70 alone amount to Rs. 355 
lakhs, Rs. 155 lakhs and Rs. 242 lakhs respectively with the 
result that their ways and means position has considerably dete¬ 
riorated. The undertakings have not been able to increase the 
fares since 1964-65 and thus are facing immense diflSculties in 
managing their day to day affairs. 


‘This figure relates to 1967-68. 
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9.11 In view of the severe financial difficulties the Under¬ 
takings have not been able to augment their fleet to meet the 
growing travel demand. The cost of the fleet augmentation pro¬ 
gramme erf the transport undertakings as given in Chapter VII, 
would involve large capital outlays. It is obvious that public 
transport in metropolitan cities, cannot be expected to play the 
necessary role without financial support. City road transport is 
an essential public utility service and consideration has to be 
given to the social benefits which accrue to the community by 
way of savings in journey time as well as in the waiting time. 
We are convinced that difficulties of the undertakings are not 
likely to be overcome by anything short of a complete change in 
their financial structure. As earlier recommended, the city trans¬ 
port undertakings in Bombay. Delhi and Madras should be con¬ 
verted into statutory bodies under the Road Transport Corpora¬ 
tion Act, 1950 with sound capital base. 

9.12 We fimther recommend that capital contribution to the 
city transport Undertakings should be in the form of share capital. 
At present the capital contribution made by the Governments to 
the city undertakings is a ‘misnomer’. It is really a loan advanced 
to the undertaking repayable within a fixed period and carrying 
6 to 7 per cent rate of interest. We are of the view that each of 
the city transport imdertakings under Corporation structure like 
any other joint stock company should have a share capital base. 
This is permissible under Road Transport Corporation Act. On 
the pattern of Transport Corporations operating in mofussil 
areas, the city undertakings should also have involvement of the 
Central and State Governments, At present the Central and State 
Govermnents’ contribution to the capital of State Road Transport 
Corporations through the Railway Board is in the ratio of 1:2. 
The same ratio can be adopted in the case of city undertakings 
if they are converted into Corporations and the contributions by 
the Central Government made through the Ministry of Shipping 
and Transport. A begiiming in this regard can be made with 
Calcutta where a Corporation is already running city road trans¬ 
port services. 

9.13 As regards the loans so far advanced to the undertakings 
these should be treated as share capital contribution and should 
not cany interest. If, however, the undertaking is able to make 
profit, a dividend can be declared. The Undertakings on their 
part wduld be expected to charge depreciation to revenue account 
as provided under Section 29 of the Road Transport Corporation 
Act 1950 and thus be in a position to replace the overage buses 
out of their own revenues. 
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9.14 We feel that the undertakings should try to conduct 
their business so as to make certain that their revenue is not less 
than sufficient for meeting all charges which arc normally charge¬ 
able to revenue, such as (a) operating or running charges—fuel, 
oil and lubricants; (b) repairs/maintenance charges, including 
replacement of spares, tyres and tubes; (c) standing charges con¬ 
sisting of depreciation, insurance and taxes, pay. and allowances 
of operating staff; and (d) overhead expenses pertaining to kdmi- 
nistration, office and contingent. Once the share capital is pro¬ 
vided by the Central and State Governments, present heavy 
debt charges including interest which are debited to revenue will 
be substantially reduced. In other words, it should be possible 
for the undertaking at least to cover the operating expenses. 

9.15 The Working Group also recommends that the under¬ 
takings should have freedom to determine their fares to meet at 
least the increases in operating expenses which may be beyond 
their control. The arbitrary intervention of authorities in the 
general level of fares • should be discouraged. The users should 
in general be expected to pay the revenue cost of the services 
provided for them. The management on its part should ensure 
that the undertaking is run efficiently and economically. 



CHAPTER X 


OPERATIONAL EFFiaENCY MEASURES 

O perational efficiency represents one of the most important 
elements of ‘the successful operation of city undertakings. 
Before, however, one can reconupend measures for improvement 
of operational efficiency a detail^ study of each individual rm- 
dert^ng is imperative. We understand that a Study Group of 
the Association of State Road Transport Undertakings is already 
making a detailed study of the variations in the operational effi¬ 
ciency and performance of the City Transport Undertakings in 
the country with a view to laying down standards and norms for 
achievement and suggesting measures to achieve them. The 
Report of this Study Group is expected to be finalised shortly. 
We are, however, listing below various measures which should be 
adopted by the Undertakings to improve their operational effi¬ 
ciency : 

(i) Scientific Inventory Management—This is necessary (a) 
to minimise vehicle detention in the workshop by non¬ 
availability of spare parts and thereby help maximise 
fleet utilization rate and (b) to keep down capital in¬ 
vestment in inventories, inventory carrying cost and ob¬ 
solescence losses. 

(ii) Rationalisation and streamlining of pilrchase proce¬ 
dures in order to reduce ^administrative lead time 
which at present is abnormally long in certain cases. 
The introduction of simplified procedures to locate and 
define control points is bound to reduce the administra¬ 
tive lead time. 

(iii) Proper quality control and inspection of the materials 
purchased. 

(iv) Introduction of reporting system to the Top Manage¬ 
ment for timely action—Periodical reports on matters 
such as consumption of costly items in terms of value 
and quantity, stock position of such items, categorywise 
inventory position in relation to consumption, operational 
aspects etc. should be made available to the General 
Manager for his information and timely action. 

(v) Provision of adequate workshop facilities for reducing 
the number of vehicles lying idle for want of repairs to 



62 


the minimum. These may include preventive mainte¬ 
nance, unit replacement scheme, maintenance program¬ 
ming of vehicles and tyres, extensive retrieval process 
for maximum utilization of spare parts, tyres etc. 

(vi) Provision of Depots, sub-depots, bus stations etc. at 
proper places in order to reduce dead mileage. 

(vii) Route Planning on scientific basis in order to bring 
about a closer correspondence between the deployment 
of the total fleet and the varying passenger pressure on 
different routes. As public transport forms an integral 
part of the overall planning of the mefropolitan func¬ 
tions there should be full coordination among the city 
planners and Transport Undertakings. 

(viii) Optimisation of the Scheduling of buses—As far as pos¬ 
sible, the services should be arranged in the most eco¬ 
nomical manner, keeping the idle or waste kilometrage 
to the barest minimum and avoiding, to the extent pos¬ 
sible, empty trips even by the diversion of vehicles from 
one route to another, if necessary. In some cases, the 
operation of circular routes may be considered as a 
likely solution. In some of the more advanced countries, 
route planning as well as scheduling of services is un¬ 
dertaken with the help of computers. Here also, the city 
transport Undertakings should consider scientific pro¬ 
cessing of data to obtain optimum results. 

(ix) Development o/ training facilities for advancing new 
skills relating to maintenance, standardization, purchase 
and inventory control, work and method study, bud¬ 
getary control etc. 

(x) Greater stress on the vital aspect of recruitment, train¬ 
ing and employment of drivers and ako promotion of 
safety consciousness among them to prevent accidents. 

(xi) Introduction of some sort of bonus schemes to dis¬ 
courage high rate of absenteeism amongst the workers. 

(xii) Plugging of leakage of revenue—The leakage in daily 
earnings varies approximately from 8 to 15 per cent. 
Ways and means should be found to check the leakage 
with greater alertness on the part of the supervisory 
staff. Arrangements for advance booking should be in¬ 
tensified on the routes over which passengers load is 
high. According to Morarka Commission the DTU 
alone could increase its revenue by Rs. 50 lakhs per 
year by reduction in ticketless travel. 
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TnfBc CktDgeation 

10.2 The improvement in operational efficiency in the case 
of city undertakings is not only related to the internal efforts of 
the undertakings but it also depends on various measures re¬ 
quired to be imdertaken by other authorities, like the Railways. 
Municipal Bodies and Town Planning Authorities. One of ffie 
important aspects is reduction in traffic congestion which apart 
from causing delays in the movement of passengers, increases 
wear and tear of vehicles and fuel consumption, and reduces the 
operating speed, The average speed of buses in metropolitan cities 
varies from 13 to 16 Kms. per hour in the C.B.D. This results in 
increased cost of operation. Roughly an increase in speed by 
1.6 Kms. per hour can reduce the operational cost to the extent of 
about 10 per cent. The Metropolitan Transport Team in its In¬ 
terim Report* have already dealt with in detail the question of 
removing severe bottlenecks such as, level crossings, faulty inter¬ 
sections etc. in the existing circulation system and have recom¬ 
mended traffic operation measures to ensure free flow of traffic 
'in the four metropolitan cities. 

10.3 The Working Group would stress that the highest 
priority should be ^ven to replacement of level crossings^ by 
overbridges or subways. Existence of level crossings causes dis¬ 
location in rail as well as road traflSc. Studies made by the Madras 
Highway Research Station of a particular level crossing indicat¬ 
ed that delay due to the crossing was about 24 per cent of the 
journey time during peak hour?. Similarly there is need for elimi¬ 
nation of pedestrian crossings by constructing subways to help 
quicker movement of vehicular traffic at busy roads and inter¬ 
sections. Case studies made for estimating the cost-benefit ratios 
of such projects have established that costs have been repaid in 
a few years by the monetary equivalents of the time saved in 
vehicle operation at such spots.f 

10.4 The measures taken so far to spread the peak period 
traffic through staggering office hours have proved inadequate. 
The Working Group, therefore, recommends that priority should 


*Traffic & Transportation Problems in Metropolitan Cities—Interim Report. 

tTo cite a few examples in Madras, the benefits due to the construction of 
the polestrian subway opposite the Central Station estimated by Highways 
Research Station was Rs. 1.98 lakhs per year a.s against the capital cost of 
Rs. 4.40 lakhs. Similarly, prior to the construction of the subway at Round 
Thana, the delay caused to vehicles during peak-hours alone would have resulted 
in a total loss of 32.24 vehicle hours and 179.06 man hours. The net monetary 
benefit was worked out at Rs. 2.68 lakhs per year against the capital cost o f 
Rs. 12.00 lakhs for the construction of sub-way. 
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be given to explore the possibility of further staggering working 
hours for Government offices as well as educational institutions 
and commercial establishments, if necessary on statutory basis. 

10.5 Besides, the Working Group is of the view that the 
tendency towards urban concentration must be effectively res¬ 
tricted. Traffic cannot be minimised as long as work centres are 
centralised and land^use in the central area is intensified. It is, 
therefore, urgently necessary to regulate demand for transpor¬ 
tation through better control over land use. In this connection 
the Working Group would reiterate the observations made by 
the Metropolitan Transport Team in its Interim Report as well 
as in the Report on Existing Mass Transportation System in 
Bombay that intensive commercial development of Backbay Re¬ 
clamation area in the southern part of the Bombay Island will 
give rise to the enormous additional traffic in the C.B.p. which 
is already severely congested. The Working Group hopes that 
the State Government would stop further reclamation of the Area 
as the Railways and the BEST are much concerned with this 
development. 



CHAPTER XI 


UNDERTAKING OF THE CALCUTTA TRAMWAYS 
COMPANY LTD. 

'The Calcutta Tramway Company was registered in London in 

1880 and the first electric tram line was introduced in 
Calcutta in 1902. The Company was managed by the Board of 
Directors in London throu^ its local Agent. The management 
was taken over by the Government of West Bengal in July 1967 
as the Company had not been managing its affairs properly and 
had declared its inability to pay the wages of workers for June 
1967. The State Government has since appointed a whole time 
Administrator to manage the Undertaking. 

11.2 The Tramways provide cheap mass transportation 
facilities in the busiest and the most densely populated parts of 
Calcutta. The principal points served are the Esplanade for the 
north-south travel and the Howrah station for the east-west 
trans-river travel. The other important transfer points are Dal- 
housie Square, Sealdah station, the 5-point crossing at Sham 
Bazar, Wellington Square and Mominpur junction. It operates 
on 26 routes covering 68 kms. of double tracks. 

11.3 The Tramways carried 10.8 lakh passengers per day 
in 1963. Since then there has been almost continuous fall in the 
number of passengers. The main reason for decrease in the num¬ 
ber of passengers is due to steady Mi in the operational eflB- 
ciency resulting in lesser number of tram cars being put in ser¬ 
vice. Table 1 gives the number of trams put on road and pas¬ 
sengers carried daily since 1961. 

Table 1 


Year Average number Average number of Average number of 

of Tram cars run passengers passengers per] 

per day carried per day car per day 


1961 



413 

1034,000 

2504 

1962 



408 

1044,000 

2559 

1963 



406 

1075,000 

2648 

1964 



396 

1003,000 

2533 

1965 



390 

982,000 

2491 

1966 



383 

998,000 

2609 

1967 



375 

884,000 

2357 

1968 



337 

886,000 

2629 

1969 



338 

727,000 

2152 
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11.4 The above statistics do not reflect the true demand 
for tram services. Observations made during peak hours have 
revealed that as many as 250 passengers travel in a tram car 
whereas average capacity of a double unit tram car varies from 
187 to 200 only. The continuous fall in the fleet utilisation ratio 
has further aggravated the problem of overcrowding. According 
to the Undertaking the fall in the number of passengers is also 
due to disparity in fare structure between the Tramways and the 
buses resulting from increase in tram fares in 1969 and the bus 
fares remaining unchanged. 

Fleet Dtilbation 

11.5 Due to continued negligence in the maintenance over a 
long period, the tram tracks have reached the state of disrepair., 
resulting in fall in tram car. utilisation ratio as is evident from 
Table 2. 


Table 2 


Year 



Fleet 

Strength 

Average number of 
trams in service 
daily 

Tram utiliza¬ 
tion ratio 
(per cent) 

1961 



470 

413 

87-9 

1962 



470 

408 

86-8 

1963 



470 

406 

86-4 

1964 



470 

396 

84-3 

1965 



470 

390 

830 

1966 



471 

383 

81-3 

1967 



474 

375 

79-1 

1968 



476 

337 

70-8 

1969 



476 

338 

71 0 


Breakdowns 

11.6 Frequent breakdowns have resulted in increased de¬ 
tention, redqced tram utilisation ratio and increased missed kilo¬ 
metres. The following table shows the rate of breakdowns and 
the extent of daily missed kilometres since 1961. 
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Table 3 


Year 





Average number of 
breakdowns per 
10,000 Kms. 

Daily average 
missed kilo¬ 
metres 

1961 

• 

• 

• 


1-8 

4909 

1962 

• 




1-8 

5799 

1963 

• 




1-8 

7603 

1964 

• 




2-4 

11924 

1963 

• 




2-9 

12212 

1966 





2-6 

15217 

1967 

- 




2-2 

18662 

1968 

> 




1-9 

22101 

1969 





2-5 

22167 


Watcriogging 

11.7 Waterlogging in Calcutta is a recurring phenomenon 
which periodically puts a number of trams out of commission. 
In August, 1969 on a single day. due to heavy rain and flood, as 
many as 25 tram cars were stranded in water, causing heavy 
damage to traction motors. In June. 1970 on a particular day 32 
tram cars were stranded in water. 

Stockouts of Spare Parts 

11.8 The number of trams held up for want of spares has 
been rising from year to year. The Tramways Company find it 
difikult to get import licence to procure some essential materials 
and components, like traction motors, insulated copper wire, 
switches, rails, tyres etc., which are not manufactured in the 
country. Substitutes for a few items which are available in the 
country are more expensive and their quality is often below 
standard. 

Denulment 

11.9 The derailment of trams had increased from 304 in 
1963 to 2403 in 1969. This is due to the heavy wear and tear of 
the tracks as well as the inability of the Tramways to procure 
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rolled steel tyres for a number of years which forced them to 
use casr steel tyres. Cases of flange-riding and derailments have 
gone out of bounds as is evident frpm Table 4. 

Table 4 


Year 


Number 

Total 

Total 

of tram 

number 

hours 

cars 

of 

lost 

damaged 

derail¬ 


due to 

ments 


defects in 



tracks 




1963 





311 

304 

179 

1964 



• 

• 

374 

553 

330 

1965 





448 

513 

336 

1966 





332 

479 

314 

1967 





402 

835 . 

467 

1968 





507 

1224 

510 

1969 





618 

2403* 

1541 


11.10 It may be added that out of 71 Kms. of double track, 
nearly half of the track needs renewal and about 11 Kms. over¬ 
hauling. Out of 383 pair of points, 227 pairs require renewal. Of 
the 778 crossings. 242 need renewal. The percentage of renewal 
of points and number of crossings comes to 59.27 and 31.1 per 
cent respectively. Besides, there are pot-holes and depressions 
in the track. The poor condition of the tracks is directly respon¬ 
sible for damage of the tram cars, derailments causing loss of 
revenue and the slow turn-round of cars. It also leads to higher 
consumption of electricity specially when there is flange-riding. 

11.11 The magnitude of backlog in renewal and overhauling 
of tracks has pos^ a serious^problem for the smooth running 
of services. In view of the continued deteriorating condition of 
the Tramways the West Bengal Government appointed a Com¬ 
mission of Inquiry in 1967 to examine financial and operational 
aspects of the Calcutta Tramway Company. The Calcutta Tram¬ 
ways Inquiry Commission, in its Report (1968) had estimated 
that the backlog of repairs and maintenance, renewal and re¬ 
placement of track, rolling stock, overhead equipment etc., will 
cost about Rs. 4 crores. The Commission had assessed that there 
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were arrears in the renewal and replacement of tram tracks to 
the extent of 28 Kms. of unreserved double track and 4.7 Kms. 
of reserved double track and in the renewal of 242 Nos. of cross¬ 
ings and 227 pairs of switches. The Commission had envisaged 
that during the next 5 years commencing from 1968 the renewal 
and replacement of tracks at the rate of 7.5 Kms. of double track 
(reserved and unreserved) and 60 pairs of switches and 64 Nos. 
of crossings will be taken up every year. However, during 1968 
and 1969 only 5.9 Kms. of double track (reserved and unreserved) 
could be renewed and 9 pairs of switches and 25 Nos. of crossings 
could be changed due to paucity of funds and diflBculty in pro¬ 
curing raw materials. 

Financial Difficulties 

11.12 The financial position of the Company has been dete¬ 
riorating since 1967 due to increasing gap between its inoomr 
and expenditure as will be seen in Table 5. 

Table 5 


(Rs. in lakhs) 


Year 





Income 

Expendi¬ 

ture 

Profit/ 

Loss 

1965 

• 




345-99 

323-60 

f22-39 

1966 

• 




342-41 

323-99 

•f 18-42 

1967 





296-13 

348-93 

—52-80 

1968 





325-16 

400-96 

—75-80 

1969* 

• 




342-22 

427-33 

-85-11 


*Estitnated. 


The continuous fall in passenger traffic has been mainly res¬ 
ponsible for decrease in income. 

11.13 The Tramways Inquiry Commission had gone into 
the question of economy in expenditure and found that the 
revenue of the Company derived from its existing rate of fares, 
was not sufficient even to meet the operational expenses. The 
Company’s income was estimated at Rs. 350 lakhs per year. The 
expenditure on the other hand including the cost of backlog of 
repairs and maintenance both of the track and rolling stock, 
spread over a number of years, was placed at about Rs. 510 
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lakhs per year. Thus there was an annual gap of Rs. 160 lakhs 
between the income and expenditure. 

11.14 Following the recommendations of the Inquiry Com¬ 
mission, the Government of West Bengal, keepmg in view the 
deteriorating financial position and the need' to preserve the well 
established and useful means of public transport system without 
which Calcutta cannot do for years to come, accepted the proposal 
of the Undertal^g to reclassify the fare stages in the First and 
Second Class as below, with effect from January 2, 1969. 

1st Class 2d(1 Class 

15 p (upto 3 nules) 12 p (upto 3 miles) 

20 p (above 3 miles) IS 'p (above 3 miles) 

Fares were further reclassified with effect from 1st April, 1969 
as below; 

1st Class 2nd Class 

13 p (upto 3 miles) 10 p (upto 3 miles) 

18 p (above 3 miles) 13 p (above 3 miles) 

But there was no corresponding revision in the fare structure of 

the State and private buses. Uptill then, there was a certain 

parity between the fare structure of the First and Second class 
journeys by trams on the one hand, and the fares in buses on 
the other. When the tram fares were raised without a corres¬ 
ponding rise in the bus fares, there was consequently an imme¬ 
diate diversion of traffic from the tramways to the buses. In 
December, 1968 about 900,000 passengers were travelling daily 
by tramways. With the rise in tram fares and the subsequent 
diversion of passengers to buses the number of passengers travel¬ 
ling by trams fell at once to 650,000 daily and this could be 
increased to 770,000 only when the rise in the tram fares was 
scaled down by 2 paise with effect from 1st April, 1969. It was 
also seen that whereas before the rise in tram fares on 2nd 
January, 1969, the proportion of passengers between First class 
and Second class was 40:60, in April, 1969 it was 35:65 which 
still remains unchanged. The Second class fares had till then 
been below the bus fares for corresponding stages, but this parity 
was disturbed by the failure to increase the bus fares. According 
to the Undertaldng it has been very diCBcult to get back the lost 

Note : The Company issues monthly passes charging fares for 22 days. In 
addition students are being given concession at about 20 per cent of 
the reduced fare. 
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traffic, even after tlie partial reduction of tram fares with effect 
from 1-4-1969. As such they may not be in a position to regain 
their lost traffic substantially, unless the parity of fare structure 
is restored by a rise in the bus fares also, keeping the Second 
class tram fares some'what below the bus fares for corresponding 
stages. 

Ticketless Travel 

11.15 Many passengers travel without tickets specially dur¬ 
ing the peak hours. Some of them are unable to purchase tickets 
due to overcrowding. It is estimated that the loss of revenue on 
this account is of the order of 10 per cent of gross daily collec- 
fions and works out to Rs. 35 lakhs annually. With a view to 
fill this gap to some extent, the Undertaking introduced PAYE 
CARS—‘Pay As You Enter Cars*. The idea was that this system 
would stop evasion of fares, which was considerably high during 
the peak periods. Initially, with closer supervision better results 
were produced. As it was not possible to continue with such 
strict supervision month after month it was withdrawn partially. 
Passengers were expected to follow the rules of boarding and 
alighting through the entrance and exit gates respectively, but 
that expectation had been belied. Many passengers were found 
to board these cars through exit gates to avoid payment of fares. 
Jn spite of the employment of supervisory staff things have 
'gone out of control, particularly with the conductor immobilised 
in the cabin. Moreover, many passengers travel longer stages 
against fares paid for shorter stages. The Undertaking has there¬ 
fore, decided not to build this type of cars in future. 

Programme for Improvement 

11.16 The Tramways Inquiry Commission in its report has 
observed that “even though the tramways would become, obsolete 
and will have to be replaced by more modem modes of trans¬ 
portation, for at least a decade tramways will have to be con¬ 
tinued in meeting the transport requirement of the city.” On 
the basis of recommendations made by the Tramways Inquiry 
Commission a Five Year Renewal Programme (1970-75) costing 
about Rs. 5 crores for maintenance of tracks, rolling stock, over¬ 
head installations etc. has been drawn up by the Undertaking. 
A provision of Rs. 1 crore has already been made in the 4th 
Plan (1969-74) of West Bengal for renewal and replacement of 
tracks. It is, therefore, recommended that an additional amount 
of Rs. 3 crores should be provided for implementation of the 
above renewal programme during the Fourth Plan. 



72 


11.17 The details of the improvement programme for the 
first two years (1970-72) are given below: 

(i) Tracks. The re-alignment of the tracks on reservations 
will considerably improve the operational eflBciency of the Tram¬ 
ways. The total cost of such re-alignment projects will be 
Rs. 49.50 lakhs spread over a period of 2 years. 

(ii) Over-head and sub-station equipment. If the replace¬ 
ment of 14 old Rotary Convertors in sub-stations by Silicon 
Rectifiers is carried out, it will result in a saving of 10 to 12 
per cent in consumption of electricity. Such replacement will 
cost Rs. 6.42 lakhs. To achieve this change-over, it is necessary to 
replace 46 Nos. slow speed circuit breakers of different sizes 
with high speed ones. These are to be imported from U.K. 
The foreign exchange (in sterling) required will amount to 
Rs. 1.78 lakhs during 1970-71 for 21 Nos. and Rs. 2.35 lakhs 
during 1971-*72 for 25 Nos. circuit breakers. In addition an 
amount of Rs. 18.8 lakhs is required for renewal of trolley wire, 
cable and sundry equipment and replacement of one transformer 
and other auxiliary equipment for A.C. supply in Nonapukur 
Workshop. 

(iii) Rolling Stock (a) Renovation of Tram Cars —There is 
a fleet of 476 cars of which 338 are effective. The remaining 
cars are held up for repairs and rebuilding. It is absolutely 
necessary to renovate 150 cars during 1970-72 at a cost of 
Rs. 16 lakhs. The Tramways have also 15 burnt and laid up 
cars which require rebuilding. This will cost Rs. 7 lakhs. 

(b) Traction Motors. The Tramway Undertaking have at 
present a total of 1131 traction motors. About 80 per cent of 
these are overaged. The rated life of traction motors is 30 
years only. However, 50 per cent of the traction motors are 
over 50 years old. The immediate requirement is to replace 
250 traction motors. The total cost for such replacements wor^ 
out to be Rs. 109 lakhs spread over 1970-72. Although the 
undertaking have placed order for 125 Nos. of 40 H.P. traction 
motors with a Hungarian firm, it will be very difficult to under¬ 
take sustained replacement of 1131 motors of 40 H.P. and 60 
H.P. over a phased programme. The Heavy Electricals Ltd., 
Bhopal should be persuaded to take up the, manufacture of the 
motors required by the Tramways. 

(c) Service Vehicles and Workshop Machinery. An amount 
of Rs. 15.15 lakhs will be required for replacement of service 
vehicles and workshop machinery. 
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11.18 Thus the total requirement of funds for the above 
schemes during the years 1970-72 will be as follows; 

1. Renewal & Replacement of Tracks for re-align- 

ment job only.Rs. 49 • 50 lakhs 

2. Overhead & Sub-station equipment • Rs. 29-35 „ 

3. Rolling Stock—including replacement of 125 
Nos. (40 H.P.) and 100 Nos (60 H.P.) Traction 

Motors.Rs. 147-15 „ 


Rs. 226-00 


It is understood that a sum of only Rs. 10 lakhs has been pro¬ 
vided in the Annual Plan for 1970-71. The Working Group 
recommends that the plan provision for the current year should 
be suitably enhanced so as to make available Rs. 226.00 lakhs 
during the years 1970-71 and 1971-72. 

Foreign Exchai^ 

11.19 The Tramway Undertaking will need special allot¬ 
ment of foreign exchange for imports of switch points, grooved 
rails, traction motors and circuit breakers amounting to Rs. 123.63 
lakhs (which include Rs. 109 lakhs in rupee currency) during 


1970-72 as per 

details below: 

1970-71 

1971-72 

Remarks 

1. 

Switch points, Grooved 
rails for .^crossings and 
curves . . - . 

5-00 lakhs 

5-50 lakhs 

(in D.M.) 

2. 

Traction motors 

• 

35-00 lakhs 

74-00 lakhs 

(in rupee 
currency) 

3. 

Circuit breakers 

• 

1-78 lakhs 

2-35 lakhs 

(in sterling) 




41-78 lakhs 

81-83 lakhs 



It is recommended that ad hoc allocation of foreign exchange 
for Rs. 123.63 lakhs should be made to the Undertaking to 
meet its requirements. 

11.20 Increasing foreign exchange diflSculties have forced 
the Undertaking in recent years to use locally made soft cast 
steel tyres in place of rolled steel tyres. The soft cast steel 
tyres cost four times more than the rolled steel tyres— i.e. Rs. 13 
lakhs per annum instead of Rs. 3.5 lakhs. Moreover, their life 
is only 13 months (against 43 months for rolled steel tyres) and 

6—2 PCND/70 
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they have to be skimmed every three months. Further the 
capacity of the workshops to skim the soft cast steel tyres is 
not adequate. As a result, additional 20 to 30 cars per day 
are being detained in the wheel shop causing a loss of revenue 
to about Rs. 1.5 lakhs per month. 

11.21 Tram cars use three sizes of steel tyres viz. 22". 28" 
and 33". TISCO used to roll 28" and 33" steel tyres for the 
Company up to 1957, while 22" tyres had always to be imported. 
Since Railways have booked the entire rolling capacity of the 
TISCO. the supply of tyres to the Undertaking through this 
source has ceased. It is, therefore, suggested that the Railways 
should allow the TISCO to resume rolling of these tyres for the 
Undertaking. In case it is not feasible, the Worldng Group 
recommends that foreign exchange amounting to Rs. 4 lakhs per 
annum for import of steel lyres should be allocated to the 
Undertaking. 

11.22 The Undertaking is unable to get grooved rails caus¬ 
ing heavy financial loss and increased cost for renewal pro¬ 
gramme. Because of its inability to import grooved rails, the 
Undertaking is using mild steel checks fitted to straight rails. 
This has increased the renewal cost by about 50 per cent. The 
requirement of grooved rails will be of the order of about 1200 
tonnes per annum for the next five years and thereafter 600 
tonnes per annum for normal replacement. The Hindustan Steel 
Plant at Bhilai may be persuaded to take up this order. The 
Undertaking should be helped in the production and supply of 
these essential pails and equipment to avoid taking recourse to 
inferior and costly substitutes which increase the cost of renewal 
and operation greatly, 

11.23 The Tramways have to pay Rs. 4 lakhs per month for 
consumption of electricity. Under the provision of a Statute 
the Railways are exempted from the payment of electricity duty. 
Although the Tramways come under the definition of Railways, 
they have not been exempted from the duty. The Working 
Group suggests that the State Government should consider 
exempting the Tramway Undertaking from payment of electricity 
duty on the pattern of Railways, 

11.24 The tariff structure for electricity supply is being 
governed by successive agreements with Calcutta Electricity 
Supply Corporation. Upto January. 1950 the Tramways were 
given the benefit of a sliding scale in accordance with the 
summated consumption of units. Under the new agreement of 
1950 executed just prior to the enactment of Calcutta Tramways 
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Act 1951, the Undertaking has been given a flat rate and thus 
deprived of getting the advantage of summated maximum demand 
on the ground that it received supply through eleven sub-stations 
owned and operated by it. The Working Group is of the view 
that the Agreement with Calcutta Electricity Supply Corporation 
may be re-examined with a view to determining a reasonable 
tariff structure for the Tramways. 





CHAPTER XU 

SUBURBAN RAILWAY SERVICES 

'T'he Railways constitute the most expedient and effective 
^ means of mass transportation in the metropolitan areas. 
About 7.44 lakh commuters in Calcutta, 22 lakh in Bombay and 
2.4 lakh in Madras are being- carried daily by the suburban 
railways. The extent of suburban services provided by the 
railways in Calcutta, Bombay and Madras is described in the 
paragraphs that follow. 

Calcutta 

12.2 In Calcutta the suburban train services arc run by the 
Eastern and the South Eastern Railways. The suburban railway 
section extends as far as Burdwan, Krishnagar city and Bongaon 
in" the north, Kharagpur and Diamond Harbour and Port Can¬ 
ning in the south. 

Eastern Railway 

12.3 Electrification was introduced on the Eastern Railway 
in 1957. It has enabled the Railways to run its suburban trains 
into Sealdah during peak hours with a headway of 3 to 5 minutes. 
At Howrah the headway is even smaller. 

12.4 The suburban train traffic at Sealdah and Howrah 
increased from 5.4 lakh passengers per day in 1961-62 to 6.6 
lakh passengers per day during 1969-70. To meet the growing 
demand of the passengers the Eastern Railway have been in¬ 
creasing the number of suburban trains. Table 1 shows the 
growth of passenger traffic and the number of trains run per day 
on the Eastern Railway since 1961-62. 

Table 1 


Year 

Passengers 

Passenger Kilometres 

Passenger Trains 

No. in 
thousands 
per day 

Per cent 
increase 
over 
1961-62 

No. in 
thousands 
per day 

Per cent 
increase 
over 
1961-62 

No. of 
trains 
run per 
day 

Per cent 
increase 
over 
1961-62 

1961-62 

544 


12433 


409 


1962-63 

567 

4-2 

12679 

20 

416 

1-7 

1963-64 

582 

70 

12803 

30 

409 


1964-65 

620 

140 

14397 

15-8 

412 

0-7 
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Year Passengers Passenger Kilometres Passenger trains 

I --V-- 

No. in Per cent No. in Per cent No. of Per cent 

thousands increase thousands increase trains increase 

per day over per day over run per over 

1961-62 1961-62 day 1961-62 


1965-66 

632 

16-2 

14496 

16-6 

413 

10 

1966-67 

635 

16-7 

14545 

17-0 

454 

no 

1967-68 

635 

16-7 

14751 

18-6 

496 

21-3 

1968-69 

671 

23-3 

16027 

28-9 

553 

35-2 

1969-70 

(Prov.) 

663 

219 



589 

440 


12.5 Peak Period. The peak period extends from 8-30 to 
10-30 in the morning and from 4-30 to 7-30 in the evening. Table 
2 gives the number of trains run during the peak period. 


Table 2 


Year 




Morning 

Peak 

Evening 

Peak 

1961-62 




48 

53 

1962-63 




48 

53 

1963-64 




49 

54 

1964-65 




51 

54 

1965-66 




52 

56 

1966-67 




55 

55 

1967-68 




57 

60 

1968-69 




60 

64 

1969-70 




62 

64‘ 

12.6 E.M.V. Stock. 
563.7 coaches out of 

In 1968-69 the Eastern 
which 98.2* were motor 

Railway had 
coaches and 


*The make-wise break up of the motor coaches is as follows : 


Jessop 16 

SIG 12 

ICF/Hitachi (Bulk).32 

ICF/PROTO 2 

AEI/PROTO 2 

ICF/HEIL 32-2 


96-2 

Spare • • .... 2-0 
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465,5 trailer coaches. The Eastern Railway had a programme 
for procurement of 588 coaches during the Third Five Year 
Plan against which the actual receipts were 312. During 1966-67 
to 1968-69, 225 coaches were received. The Eastern Railway 
have a programme to procure 80 coaches during the Fourth 
Five Year Plan. 


South Eastern Railway 

12.7 The suburban services of the South Eastern Railway 
are being run on the Howrah-Kharagpur section. With the 
Electrification on this section in April .1968 the old steam stock 
is being gradually replaced by the EMU stock. The traffic on 
this section is not heavy. 

12.8 Growth of traffic. The growth of traffic on the South 
Eastern Railway and the number of trains run daily are given in 
Table 3. 


Table 3 


Year 

Passengers 

Passenger Kilometres 

Passenger Trains 


No. in Per cent 

thousands increase 
per day over 

1961-62 

-- 

No. in 
thousands 
per day 

Per eent 
increase 
over 
1961-62 

No. of 
trains 
run per 
day 

Per cent 
increase 
over 
1961-62 

1961-62 

49-3 


1507 

,. 

30 


1962-63 

52-9 

7-3 

1616 

7-3 

30 


1963-64 

54-9 

11-4 

1679 

11-5 

30 


1964-65 

58-8 

19-3 

1732 

14-9 

30 


1965-66 

59'7 

211 

1723 

14-4 

30 


1966-67 

64-6 

31-0 

1726 

14-5 

32 

6-7 

1967-68 

65-0 

31-8 

1792 

18-9 

38 

26-7 

1968-69 

810 

64-3 

1882 

24-9 

55 

83-3 

1969-70 

(Prov.) 

80-6 

63-5 

•• 


60 

1000 
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It will be seen from the above table that the number of passen¬ 
gers carried per day increased by 63.5 per cent during 1961-62 to 
1969-70 whereas the number of trains increased by 100.0 per 
cent. 


12.9 Peak Period. The peak period is from 8-30 to 10-30 
in the morning and between 4-30 to 7-30 in the evening. The 
number of trains run during the peak period is given in Table 4. 

Table- 4 


Year 





Number of Suburban 
trains 






Morning 

Peak 


Evening 
■ Peak 

1961-62 




• 

8 


8 

1962-63 





8 


8 

1963-64 





8 


8 

1964-65 





8 


8 

1965-66 





8 


8 

1966-67 





8 


8 

1967-68 





8 


8 

1968-69 





8 


9 

1969-70 





8 


11 


12.10 EMU Stock. The South Eastern Railway at present 
have 29 units. Each Unit is comprised of 1 motor coach and 
3 trailers. During the Third Plan the Railway had programmed 
for procurement of 35 motor coaches with 102 trailer coaches. 
However, no coaches were received by the railways during the 
period. During 1966-67 to 1969-70. 29 motor coaches and 87 
trailer coaches were received. 

Bombay 

Central Railway 

12.11 The Central Railway suburban system has been divi¬ 
ded into three sections (i) Lx)cal Line; (ii) Harbour Branch line; 
and (iii) Raoli Junction-Kurla. From Kalyan, the section is 
extended to Karjat on the south-east and Kasara on the north¬ 
east. Karjat is about 100 Kms. from Bombay and Kasara about 
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120 Kms. The Harbour Branch is closely linked with Kurla, 
Chembur and Mankhurd. The development in these areas is 
taking place at a fast rate. 

12.12 Growth of Traffic. The growth of passenger trafiBc 
on the Central Railway since 1961-62 and the number of trains 
run daily are given in Table 5. 

Table 5 


Year 

Passengers 

Passenger Kms. 

Passenger Trains 


No. in 
thousands 
per day 

Per cent 
increase 
over 
1961-62 

No. in 
thousands 
per day 

Per cent 
increase 
over 
1961-62 

No. of 
trains 
run per 
day 

Per cen t 
increase 
over 
1961-62 

1961-62 

695-5 

.. 

9277 


609 


1962-63 

765-3 

10-0 

9918 

6-9 

649 

6-6 

1963-64 

855-4 

23-0 

10762 

16-0 

657 

7-9 

1964-65 

939-8 

35-1 

11932 

28-6 

681 

11-8 

1965-66 

1012-7 

45-6 

14932 

61-0 

682 

12-0 

1966-67 

1038-2 

49-3 

15546 

67-6 

690 

13-3 

1967-68 

1074-3 

54-5 

16833 

81-5 

690 

13-3 

1968-69 

1016-1 

46-1 

15945 

71-9 

664 

9-0 


The above table indicates that the suburban traflBc increased by 
72 per cent during the period 1961-62 to 1968-69, while the 
number of trains increased by only 9 per cent. The Central 
Railway have taken the following measures to increase the 
carrying capacity of the trains: 

(a) Replacement of 4-car trains with 8-car trains on the 
Harbour Branch providing an increase of 100 per cent 
in capacity: 

(b) Replacement of old coaches with new coaches providing 
35 per cent more carrying capacity; 

(c) Replacement of old 4-car shuttle with new 6-car shuttle 
on Kalyan-Kasara and Kalyan-Karjat Sections; 

(d) Replacement of 8-car trains with 9-car trains on the 
main line; and 
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(e) Extending the run of certain trains, such as from Kurla 
to Thana, Thana to Kalyan and Kalyan to destination 
beyond. 

Despite the above measures the trains are over-crowded and 
during the peak period carry the crush load of 3000 passengers 
against the marked capacity of 1800 passengers. 

12.13 Peak Period. Table 6 gives the number of trains run 
during the peak periods. 


Table 6 


Year 

Morning Peak 

8-30 to 11-00 
hrs. 

Evening Peak 
17-00 to 19-00 
hrs. 

1961-62 .... 

49* 

56 

1962-63 .... 

50** 

58 

1963-64 .... 

54 

58 

1964-65 .... 

56 

60 

1965-66 .... 

56 

59 

19t)6-67 .... 

57 

61 

1967-68 .... 

57 

61 

1968-69 .... 

57 

61 

•Morning peak hours during 1961-63 were from 9 to 11 hours. 

Thus the number of trains during peak hours has increased only 
marginally. 


12.14 EMU Stock. The position of the EMU stock is not 
very satisfactory as obsolete stock of 1928 is still in use. The 
EMU stock holding as on 30-7-1970 with the Central Railways 
was 459 coaches out of which 104 coaches are of old type (1928) 
and were over due for replacement. It leads to frequent break¬ 
downs and cancellation of trains causing great inconvenience to 
the passengers. 

The Central Railway had placed an order on M/s. Jessop 
& Co. for 94 EMU coaches during 1963-65. Out of this only 
18 coaches have been received so far. During 1968-70 another 
order for 247 EMU coaches was placed on the Integral Coach 
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Factory. The delivery of these coaches is likely to commence 
from October, 1970. The Central Railway expect to receive 
only 137 coaches by August. 1972. 

Western Railway 

12.15 The Western Railway suburban service extends from 
Churchgate to Virar covering a distance of 60 Kms. There are 
28 suburban stations—14 between Churchgate and Andheri, 4 
between Andheri and Borivli spaced between 1.6 to 2.4 Kms. 
and 6 between Borivli and Virar, the maximum distance between 
two stations being 8.4 Kms. 

Quadrupling of tracks has been done between Grant Road 
and Borivli stations. The sections between Churchgate and 
Grant Road and Borivli and Virar have at present double line 
tracks. The section between Churchgate and Grant Road is the 
real bottleneck as it carries the maximum commuter traffic. The 
quadrupling of this section which is now in progress is expected 
to be completed by 1972. 

12.16 Growth of Traffic. The traffic on the Western Rail¬ 
way has also been increasing at a high rate. Table 7 gives the 
growth of passenger traffic and the number of trains rpn to 
carry them. 


Table 7 


Year 

Passengers 

Passenger Kms. 

Passenger Trains 

No. in 
thousands 
per day 

Per cent 
increase 
over 
1961-62 

No. in 
thousands 
per day 

Per cent 
increase 
over 
1961-62 

No. of 

trains 

run 

per day 

Per cent 
increase 
over 
1961-62 

1961-62 

742-8 


10762 


385 


1962-63 

765-0 

3-0 

10523 (- 

-) 2-2 

. 393 

2-1 

1963-64 

870-2 

17-2 

11778 

9-4 

401 

4-2 

1964-65 

925-0 

24-5 

12526 

16-4 

434 

12-7 

1965-66 

976-3 

31-4 

13233 

23-0 

450 

16-9 

1966-67 

1096-8 

47-7 

15332 

42-5 

469 

21-8 

1967-68 

1103-2 

48-5 

15326 

42-4 

461 

19-7 

1968-69 

1077-7 

45-1 

16156 

50-1 

461 

19-7 
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It will be seen from the above table that compared with 1961-62 
the traflBc in 1968-69‘has increased by 50 per cent and the 
number of trains run daily by about 20 per cent. 

12.17 Peak Period. The morning peak is from 8-30 to 11-30 
and evening peak from 5-00 to 7-30. The average number of 
trains run during the peak period is given in Table 8. 

Table 8 


Year Morning Evening 

Peak Peak 


1961-62 





38 

38 

1962-63 





38 

38 

1963-64 





38 

38 

1964-65 





42 

43 

1965-66 





47 

45 

1966-67 





48 

44 

1967-68 





54 

44 

1968-69 





54 

44 


12.18 EMU Stock. The current holding of EMU stock with 
the Western Railway is 341 coaches ■ which is comprised of 123 
motor coaches, 212 trailer coaches and 6 special trailer coaches. 
The Western Railway had a programme for the procurement of 
411 coaches for replacement of the 1928 stock and on addi¬ 
tional account. They expect to receive them by 1971-72 which 
would enable them to introduce additional 10 trains in the 
morning as well as evening peak periods. 

Madras 

12.19 In Madras, the suburban train services are run by the 
Southern Railway which carry about 2.4 lakh passengers per 
day. The existing railway system serving the city consists of 
two broad-gauge lines (non-electrified)—Madras Central to Tri- 
vellore and Gummudipundi. The third broad-gauge link is 
betv een the Madras Central and the Beach Station. In addition, 
there is a metre-gauge suburban electrified section between Beach 
Station and Chinglepub. 
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12.20 Growth of Traffic. The increase in the suburban 
traffic in Madras is indicate in Table 9. 

Table 9 


Passengers Passenger Kilometres 


Year 



No. in 
thousands 
per day 

Per cent 
increase 
over 

1961-62 

t t 

No. in Per cent 
thousands increase 
per day over 

1961-62 

1961-62 



• 181 


2370 


1962-63 



• 190 

4-9 

2400 

1-3 

1963-64 



• 206 

8-3 

2592 

9-4 

1964-65 



• 213 * 

- 171 

2597 

9-6 

1965-66 



• 223 

23-2 

2833 

19-5 

1966-67 



• 256 

41-3 

3345 

41-2 

1967-68 



• 257 

420 

3337 

40-8 

1968-69 



■ 224 

23-7 

3238 

36’6 

1969-70 


• 

• 245 

35-4 

•• 



The existing suburban train facilities are not adequate to meet 
the requirements of the commuters on the B.G. section with 
the result over-crowding occurs during peak hours. The frequency 
of trains on B.G. Section is 20 minutes whereas on M.G. it is 
6 minutes. 


Recx)mmendations 

12.21 The Metropolitan Transport Team has already exa¬ 
mined in detail the working of the suburban railways in Calcutta 
and Bombay and suggested various measures for improving 
the services in its Reports.* The Railways have since initiated 
action on some of the major recommendations of the Metropo¬ 
litan Transport Team. Necessary organisation in Calcutta and 
Bombay has been set up to carry out the studies recommended 
by the Team. The progress of these studies and the recommen¬ 
dations of the Working Group are given below: 

• (1) Report on Existing Mass Transportation System—Bombay. 

(2) Report on Mass Transportation System—Calcutta. 
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Calcutta 

12.22 Suburban Dispersal Line {SDL). According to the 
Railways the Final Location Survey and preparation of drawing 
reports for the SDL is expected to be completed by April, 1971 
when the construction of the project could be taken in hand. It 
may be mentioned that the Planning Commission has already 
provided a sum of Rs. 30 crores in the Envelopment Plan of the 
Railways during the Fourth Plan for the construction of the above 
line. The Working Group recommends that the Railways should 
complete the survey as early as possible. 

12.23 Rapid Transit System. The Metropolitan Transport 
Project Organisation set up by the Railways in Calcutta has 
already initiated the Techno-Economic Feasibility Studies for 
the MRTS. According to the Railways the studies are expected 
to be completed by December, 1971. An amount of Rs. 3.4 
crores has been provided in the Fourth Plan for the feasibility 
studies and preparation of project report and a token provision 
of Rs. 1 crore has been made for construction. The Working 
Group recommends that all possible efforts should be made to 
complete the studies and surveys for the MRTS in lime and to 
commence construction on thi.s project as early as possible. 

Bombay 

12.24 Third Terminal ax Ballard Estate. The preliminary 
engineering feasibility study of the project is already under pro¬ 
gress. It is expected that the study would be completed by 
December, 1970. The Working Group is of the view that the 
construction of the new terminal if found feasible would relieve 
the congestion on the existing two terminals (V.T. and Church- 
gate), as both' the stations have almost reached their capacity 
limi ts. This woujd also help in easing the heavy traffic and 
congestion on roads near Churchgate inter-section, Bhagat Singh 
Road and Dada Bhai Naoroji Road. A provision of Rs. 7 crores 
for this project has been made in the Fourth plan. 

12.25 Rapid Transit System. The Traffic Cell set up by the 
Government of Maharashtra for collection of essential data which 
is required to serve as a base for preparing a long-term transpor¬ 
tation plan for the Bombay Metropolitan area, has submitted its 
Report to the Metropolitan Transport Team. The Report is 
under examination of the Team and as soon as the corridors for 
the Rapid Transit arc finalised, the Railways would be in a 
position to undertake the Techno-Economic Feasibility Study 
for system selection. The Railways have already set up their 
organisation to carry out these studies in Bombay. A provision 
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of Rs. 4.4 crores for this project has already been made in the 
Fourth Plan. 

Madras and Delhi 

12.26 It may be mentioned that the traflBc and transportation 
studies for preparing a long-term transportation plan were ini¬ 
tiated by the Metropolitan Transport Team through the Town 
Planning and Highway Research Departments in Madras and the 
Central Road Research Institute in Delhi. It is expected that 
their Reports would be made available to the Metropolitan 
Transport Team by March, 1971. The Team would then finalise 
the corridors and give its report so as to enable the Railways to 
carry out the techno-economic feasibility studies for system selec¬ 
tion for rapid transit system in Madras and Delhi, for which 
provision of Rs. 1.40 crores has been made in the Fourth Plan 
for each of the two cities. The Working Group feels that no 
time should be lost in finalising these studies. 

EMU Stock 

12.27 During the course of discussions the Group was given 
to understand that the Railways were greatly handicapped be¬ 
cause of non-availability of EMU Stock. The Railways were 
still running old and obsolete stock of 1928, which led to frequent 
failure and breakdown of the services. M/s Jessop & Co. and 
the Integral Coach Factory with whom the orders were placed 
for Bombay for the supply of new stock had not supplied even 
a single coach to the Railways during 1966-69. Moreover, about 
50 per cent of the EMU stock was imported after Independence 
and requires large scale repairs and replacement. Considerable 
foreign exchange is involved for importing parts for the replace¬ 
ment and rehabilitation of the present stock. According to the 
Railways the capacity available in the country for the Manu¬ 
facture of AC EMU Stock is sufficient to meet the demand. As 
regards DC EMUs* the main factor limiting the indigenous 
capacity is the short supply of electrical equipment for the motor 
coaches which is manufactured by the Heavy Electricals Limited, 
Bhopal. The Railways have been requesting the HEL, to in¬ 
crease their production capacity as much as possible. The latest 
commitments made by the HEL for supply of electrical equip¬ 
ment is as indicated below: — 

1969- 70 18 sets sufiksent for 18 motor coaches and matching 

36 trailer coaches. 

1970- 71 27 sets sufficient for 27 motor coaches and matching 

S4 trailer coaches. 
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1971- 72 30 sets sufficient for 30 motor coaches and match¬ 

ing 60 trailer coaches. 

1972- 73 & 48 sets sufficient for 48 motor coaches and matching 

thereafter 96 trailer coaches. 

The maximum indigenous availability of DC EMU stock would, 
therefore, be 144 units per year by 1972-73 consisting of 48 
motor coaches and 96 matching trailer coaches. 

12.28 In view of the extreme shortage of DC EMU stock for 
use in the Bombay area, the Railway Board propose to meet 
the requirement of 30 to 40 sets of l5c electrical equipment by 
import. This would permit manufacture and commissioning of 
90/120 DC EMU coaches consisting of 30/40 motor coaches 
and 60/80 trailer coaches. 

12.29 IX] EMU stock is at present manufactured at the 
ICF and also at Jessops. The annual capacity of ICF is 640 
units of coaches of all types including EMUs. Orders have been 
issued for increasing the capacity by 110 coaches raising it to 
750 annually. Jessops have manufactured 334 units of coaching 
stock including EMUs in 1969-70. They have indicated that they 
would be able to increase their production substantially by re¬ 
organisation which they have affected in their workshops. 

12.30 The question as to whether additional sources should 
be developed for supply of electrical equipment for DC EMUs 
has been considered by the Railways. M/s. N.G.E.F.. Bangalore, 
had indicated interest in developing the manufacture of such 
equipment in their works provided they were assured of a con¬ 
tinuing load. It was, however, felt by the Railways that the 
requirement of DC EMU stock for the Central and Western 
Railways would not be suflBciently large to justify development 
of such capacity at the N.G.E.F., Bangalore. 

12.31 The Working Group recommends that steps should be 
taken to find out ways and means for meeting the demand of 
the Central and Western Railways for DC EMTU stock. Efforts 
should be made to further increase the annual capacity of I.C.F. 
which is a public sector undertaking. 

12.32 The Group also recommends that the total foreign 
exchange required for the import of spare parts for the repairs 
and rehabilitation of old EMU stock should be released expedi¬ 
tiously. 
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12 Coadi Traiiw 

12.33 The Metropolitan Transport Team had recommended 
the running of 12 coach trains instead of 9 coach trains as at 
present. According to the Team this would enable the Railways 
to cai^ 33 per pent more trafSc during the peak period. The 
Working Group has been given to understand by the Railways 
that the running of 12 coach trains would cost on a rough estimate 
about Rs. 20 crores (Rs. 12 crores for rolling stock and 8 crores 
for works), on the Central Railway alone. It is presumed that 
on the Western Railway also, the cost would be more or less the 
same. Thus, the proposal of running 12 coach trains would cost 
about Rs. 40 crores and take about 5 years for implementation. 
The Working Group suggests that before a decision on this 
project is taken, a techno-economic sfudy should be undertaken 
by the Railways. 

Fhxidiiig of Tracks 

12.34 During monsoon, dislocation of suburban ser\dces in 
Bombay is caused due to flooding of tracks. The Working Group 
recommends that the Railways should provide adequate drainage 
outlets for such sections of the tracks which are liable to flooding. 
Cooperation of the Municipal Body will have to be sought in 
this regard where new development is permitted on either side 
of the railway track. 

Foot OTer>bridgeB 

12.35 Trespassing of the tracks is a menace to the smooth 
running of trains. A large number of trespassers are run over 
and killed. In Calcutta done the number of trespassers killed 
in 1968 was about 600. It is recommended that immediate steps 
should be taken to provide fool over-bridges where colonies have 
sprung up on either side of the track or w.here the industrial 
areas have developed. At present the entire cost of the foot 
over-bridges is being met by the Municii»l bodies. The Working 
Group is of the view that such over-bridges should be financed 
on the same pattern as the replacement of level crossings by 
grade-separated arrangemoQtl. 

Law and Order 

12.36 The problems created by law and order situation affect 
the maintenance of coaching and goods stock, besides affecting 
the punctuality of suburban services. Bootleggers and other 
unsocial elements interfere with the proper running of trains. 
Besides, there are innumerable thefts of track materials and 

7—2 PCND/70 
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signalling equipment which caqse dislocation in services and 
heavy losses to the Railways. Measures should be taken to check 
lawlessness by better coordination between the Railway Police, 
the State Police and the Railway Protection Force. 

Level Crossings 

12.37 The level crossings cause great inconvenience to the 
road traffic as these are closed for most part of the^day. Trains 
have to be halted at level crossing signals, causing disruption in 
the tight schedule of trains during peak hours. The Working 
Group recommends that all the important level crossings within 
the urban limits should be replaced by grade-separated arrange¬ 
ments on priority basis. According to the revised formula which 
has been brought into force with effect from January, 1969, the 
cost of construction of an over/under bridge is shared by the 
Railways and the local bodies as under; 

(i) The Railway will bear 50 per cent of the total cost of 
the over/under bridge, including approaches. The total 
cost referred to above would include the cost of diver¬ 
sion of road, sewers, cables, gas and water mains etc. 
but would exclude the cost of acquisition of any land, 
and structures thereon, required for approaches or diver¬ 
sions. 

(ii) The Road Authority will bear 50 per cent of the total 
cost of over/under bridge including approaches etc. as 
referred to above and the cost of acquisition of any land 
required for approaches and diversions and structures 
thereon. 

(iii) The bridge will generally be of 24 ft. width equal to two 
lanes of road traffic. In areas within or close to cities 
and towns two footpath? fcach 6 ft. wide) will also be 
provided if required by the Road Authority. 

(iv) If provision is required to be made in the bridge struc¬ 
ture for crossing additional railway tracks in future, 
the cost of such extra length of the bridge structure will 
be borne by the Railway in addition to its share of the 
cost for the rest of the bridge and approaches. 

(v) If additional width of roadway is required by the Road 
Authority over and above the limits of the widths 
specified in (iii) above the cost of this additional width 
will be borne— 

(a) fully by the Road authority for the length of the 
bridge required to span the existing tracks. 
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(b) equally by the road and railway authorities for any 
extra length provided for crossing additional railway 
tracks in future. 

12.38 The Group took note of the fact that the arrangements 
for sharing of cost have been liberalised to some extent in favour 
of the road authorities only last year. It will, however, be seen 
that Railways do not accept liability for the grade-separated 
arrangements over and above 24 ft.—the width equal to two lanes 
of traffic and 12 ft. for two foot-paths. To cater to the needs of 
future traffic in the metropolitan cities and in conformity with 
the width of the approach roads, the width of the over/under 
bridges has generally to be 60 ft. inclusive of foot oaths. The 
cost of replacement of level crossings of such width would be 
quite substantial. The local bodies with their meagre finances 
would find it too difficult to divert funds for meeting their share 
of the cost. The Working Group therefore, recommends that the 
Railways may consider sharing the cost equally with the local 
bodies for the construction of over/under bridge, including 
approaches, upto the width* of 60 ft. instead of 36 ft. as at present. 





CHAPTER Kill 
CONCLUSION 

The review of operation and activities of. the transport under¬ 
takings in the four metropolitan cities against the back¬ 
ground of existing conditions and future needs as discussed in 
the earlier chapters, bring forth the followinj main problems faced 
by the city transport undertakings: 

(i) Non-availability of large capacity vehicles, particularly 
integrated double deckers; 

(ii) Backlog of unroadworthy vehicles which is mainly due 
to the non-availability of imported spares on account of 
foreign exchange difficulties; 

(iii) Necessity of running a large number of imeconomic 
routes on more or less inflexible fare structure because 
of public pressure; 

(iv) Low speed due to heavy congestion on roads which re¬ 
sults in increased cost of operation; 

(v) Increasing shortfall between revenue and operating ex¬ 

penditure due to inter alia a high incidence of taxation, 
increase' in wages, rise in cost of spares and components, 
and increase in rate of interest on capital; and 

(vi) Inability to carry out cxpansion-cwm-replacement pro¬ 
gramme due to financial difficulties. 

13.2 The Working Group has dealt tyith the immediate and 
pressing problems being faced by the Undertakings and sug¬ 
gested certain measures wJuch are vital for an efficient system of 
public transport. We have recommended that the undertakings 
should introduce large capacity buses suitable for city operatiem. 
They should standardise ^he desi^ of buses to make production 
more economical. At present capital cost of the transport vehicles 
is very high which is partly on account of Government leives. The 
total tax element in the price of a commercial vehicle is estimated 
to be 48* per cent of the ex-factory price. It would be desirable 
to impose a ceiling on future increase in taxes on public buses 
plying in metropolitan efties. 


* Report of the Road Transpon Taxation Enquiry Committee, November, 
1967. 


*—2 PC/ND,70 




94 


13.3 One of the main problems which is being faced by the 
undertakings is that of over-aged buses which constitute 17.4 per 
cent of the total fleet in the case of BEST, 39.3 per cent in the 
case of DTU, and 47.3 per cent in the case of CSTC. In view 
of their financial difficulties, the undertakings could not replace 
overage and uneconomic-to-repair buses in the past. The Work¬ 
ing Group has, therefore, suggested immediate financial support 
to enable them to replace over-age buses and augment their fleet 
in order to meet the increasing demand for transport facilities in 
the four cities. The capital requirements for the period 1970-71 
to 1973-74 have been indicated in Chapter VII of the Report. 

13.4 We have recommended changes in the organisational 
and financial structure of the undertakings (recognising their value 
to the coftimunity as a whole) by converting these undertakings 
(excluding Calcutta which is already a Corporation) into statutory 
bodies under Road Transport Corporation Act, 1950 with share 
capital base. We have recommended that Central and State 
Governments’ capital contribution to the City Transport Corpora¬ 
tions should be in the ratio of 1 : 2 as in case of State Road 
Transport Corporations. The share of the Central Government 
should be given through the Ministry of Shipping and Transport. 
As regards outstanding loans advanced to the undertakings by 
various authorities, we have suggested that these should be 
treated as share capital contribution and should not carry inte¬ 
rest. The Working Group has also stressed the need for-larger 
delegation of authority to the General Managers. 

13.5 We have envisaged that for securing efficiency and 
sound management the undertakings should cover at least the 
operating expenses. This could be possible through rationali¬ 
sation of fare structure; conversion of existing loans by Govern¬ 
ments into share capital contribution; reduc^ traffic congestion 
by removal of existing bottlenecks and streamlining traffic mana¬ 
gement measures; by taking measures to optimise operating 
efficiency as listed in Chapter X of the Report; and plugging 
leakage in revenue by strict vigilance on the part of management. 
Priority should be given to explore possibility of staggering 
working hours for Government offices as well as educational 
institutions and commercial establishments on statutory basis if 
necessary, to spread peak hour demand. 

13.6 As regards Tramways, we have agreed with the recom¬ 
mendations of die Tramways Inquiry Commission (1968) that in 
order to meet Calcutta city’s transport requirements the Tram¬ 
ways will have to be continued for at least a decade. For 
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improving their operational efficiency, the Working Group has 
recommended an additional provision for the Fourth Plan to 
meet the cost of maintenance of tracks, rolling stock, overhead 
installations etc. The Working Group has also drawn up a time 
bound programme for implementation of certain urgent schemes 
during 1970-72. 

13.7 For the improvement of the existing suburban train 
services, the Working proup has recommended various measures, 
such as replacement and augmentation of EMU stock increase in 
production capacity of DC EMU coaches, provision of adequate 
drainage facilities for tracks liable to hooding, sharing of cost of 
foot over-bridges by the Railways on the pattern of replacement 
of level crossings, better coordination between the Railways and 
State Police to check lawlessness, and further liberalisation of 
arrangements for sharing of cost in the case of replacement of 
level crossings by over/under bridges. 

13.8 Finally the Working Group is convinced that a radical 
rationalisation of pattern of mass transportation services is. neces¬ 
sary in qrder to bring about a network of efficient and modem 
public transport system in the metropolitan cities. The Rapid 
Transit Systems in the^four cities should ultimately provide an 
effective answer to the* growing problems of commuters as the 
existing road capacity to take extra traffic has reached its satu¬ 
ration limits. As the Prime Minister in her Preface to the 
Fourth Five Year Plan has observed “Transport and Housing 
Problems in urban regions will receive more attention”, a specific 
provision of Rs. 50 crores has been made in the Plan for imple¬ 
mentation of urgent rail schemes, such as provision of Suburban 
Dispersal Line in Calcutta and Third Terminal in Ballard Estate 
in Bombay ao4 for detailed feasibility studies for Rapid Transit 
Systems in the four metropolitan cities. The Worlong Group 
hopes that these schemes will be implemented early. 





SUMMARY OF OBSERVATIONS AND 
RECOMMENDATIONS 


Chapter I— Metropolitan Growth & Transportation 
Problems 

T raffic studies conducted in, the metropolitan cities indi¬ 
cate that between 45 to 50 per cent of the total daily 
passenger trips are performed during the peak hours of the day, 
about 60 to 70 per cent of which are for journey to work and 
back. Such acute ‘peak’ traffic conditions are caused by the 
concentration of large employment centres improperly located in 
relation to residential areas, coupled with increasing distances 
between work places and dwellings. (Paras 15* and 1.6) 

2. During the peak hours, the suburban trains in Bombay 
are packed to ‘crush load*. The location of the suburban ter¬ 
minals, particularly in Calcutta and Bombay is such that the 
majority of the detraining passengers at the terminals have to 
depend on road transport for completing their journey to desti¬ 
nation in the central area of the ci^, with the result that an 
additional burden is imposed on road^raffic. (Para'1.9) 

3. The road transport undertakings in metropolitan cities 
have not been able to'cope with the increasing volume of passen¬ 
gers for providing comfortable and convenient travel at time and 
places of major demand because they could not augment their 
capacities. Moreover, the existing fleet consists of a large num¬ 
ber of overage and uneconomic-to-repair buses. (Para 1.10) 

Chapter II— Calcutta State Transport Corporation 

4. To meet the city’s growing demand for transport services, 
the CSPC had increased its fleet to 1093 (as on March 31. 1970), 
from its initial fleet of 670. In spite of the large increase'in fleet, 
the number of effective buses on road on an average was 561 
during 1969-70. This was mainly due to a number of overage 
buses in the fleet and frequent breakdowns. (Para 2.1) 

5. Out of the total fleet of 1093 buses about 72.3 per cent 
buses were over 5 years old and 47.3 per cent buses *were over 
10 years old. The overage fleet is a very senous problem for the 
CSTC. (Para 2.8) 
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6 . The Corporation has been facing serious difficulties in 

procuring imported spare parts so essential for overhauling and 
maintenance of heavy duty buses. The number of buses held up 
in the workshop for want of imported spares was 298 as on 
31st March, 1970. Due to limited fleet strength the Corporation 
has been obliged to put such buses on the road resulting in 
frequent breakdowns, interruption in service schedules and in¬ 
creased cost of operation. (Para 2.10) 

7. The CSTC has been running at a loss since 1962-63 and 
the gap between the income and expenditure is widening every 
year. The loss incurred by the CSTC during 1969-70 was 
Rs. 355 lakhs. The present position is such that the Corporation 
cannot even meet its operational cost, not to speak of pa 5 Tnent of 
interest on the capital or contribution to the depreciation fund. 

(Para 2.11) 


Chapter III— Bombay Electric Supply and Transport 
Undertaking 

8 . Out of the BEST fleet of 1307 buses as on 31st March, 

1970,, 45.1 per cent (5891 buses were over 5 yea^ old and 17.4 
per cent (228) buses over 10 years old and 3 per cent (39) over 
15 years old. The overage fleet is one of the serious problems 
for the Undertaking. (Para 3.8) 

9. The Undertaking has at present only one major workshop 

at Kingsway which was originally designed in 1948 to caier to 
the needs of 1000 buses only. The present Workshop facilities 
are inadequate to meet the needs of efficient maintenance and 
heavy repairs. In view of the increasing operational area, it may 
be necessary to examine the strengthening/decentralisation of its 

workshop facilities. (Para 3.10) 

10. Out of the 119 bus routes operated by the BEST 

Undertaking, over 74 routes fail to cover the operation^ costs 
due to low occupation ratio. It is hoped that the management 
will be able to introduce the desired re-routing plan shortly which 
will meet the requirements. (Para 3.11) 

11. At present, there are three major bus stations in the city 

viZ; at Colaba, Sion and Mahim and two in the suburbs viz., at 
Mulund anfl Juhu. At least two more bus stations would require 
to be constructed in the citv preferably, at Museum and Kings 
Circle. (Para 3.12) 
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12. The financial position of the BEST has been steadily 
deteriorating since 1963-64. The losses have increased from 
Rs. 43.9 lakhs in 1963^64 to Rs. 155.1 lakhs in 1969-70. 

(Para 3.14) 


Chapter IV— Delhi Transport Undertaking 

13. The overage fleet is one of the serious problems for the 

DTU. Out of a fleet of 1193 as on 31st March, 1970, 679 buses 
{i.e. 56.9 per cent) were over 5 years old, 469 buses (i.e. 39.3 
per cent) were over 8 years old and 290 (Le. 24.3 per cent) buses 
over 10 years old. (Para 4S) 

14. On the basis of generally accepted yardstick of eight 

years life of a single deck bus, the DTU needs to replace 469 
buses immediately. Another 210 buses (over 8 years) will be¬ 
come due for replacement by March 1973. The DTU would, 
therefore, need 679 buses in all to be replaced during the Fourth 
Plan. (Pan 4.10) 

15. For economic operation and efteient working a depot 
should be medium-sized with a stabling capacity of 100 to 125 
buses. The DTU therefore, needs at least 2 additional depots 
and 4 sub-depots, suitably located for garaging and maintenance 
facilities in order to reduce dead kilometrage to the minimum. 

(Pan 4.11) 

16. To cope with the increased workload of maintenance 
and heavy repairs of the anticipated large number of buses and 
in view of the large operational area, it will be necessary for 
the DTU to decentralise its workshop facilities. (Pan 4.12) 

17. The DTU has been experiencing difiBculties in getting 

spare parts in time. At present the bulk supply of the spares are 
being obtained directly from the manufacturers who do not 
have their sales depots at Delhi. M/s Ashok Leyland & TELCO 
have since agreed to open their sales depots at Delhi. This would 
not only be economical to the Undertaking but also reduce the 
procurement lead time. (Para 4.13) 

18. Almost all the routes operated by the- DTU fail to 
cover even operational costs. Taking into consideration .the 
traffic pattern and with a view to making them economically 
viable and improving efficiency, it is necessary for the under¬ 
taking to reorganise its routes on scientific basis. (Para 4.14) 
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19. The Undertaking has been incurring losses since 1963- 

64. During 1969-70 the losses were estimated to be Rs. 242.35 
lakhs. Due to its diflBcult financial position, the Undertaking has 
not been able to repay any of the loan instalments and interest 
charges thereon to the Central Government since 1st October, 
1965. (Paras 4.15 and 4.16) 

Chapter V— Madras City Transport Services 

20. During the peak hours there is overcrowding in the 
buses. While the capacity of a bus is 61 passengers it carries 
about 90 passengers during peak period. To meet peak hour 
rush the Department needs large carrying capacity buses. 

(Para 5.4) 

21. Out of the fleet of 1022 as on 31-3-1970. only 11.7 per 

cent (120) buses were 5 years did and 2.9 per cent (30) buses 
were over 8 years old. Thus overage fleet is not much of a 
problem in Madras city as the Tamil Nadu State Transport 
Department has been following a policy of timely replacement of 
its overage fleet, which is 6 years or 3.5 lakhs kms. in case of 
Leyland Comet and 5 years or 2.75 lakhs kms. in case of TMB 
buses. (Part 5.7) 

Chapter VI— Design and Availability of Buses 

22. To meet the peak hour demand the city transport under¬ 

takings should introduce large capacity buses, preferably double 
deckers. (Para 62) 

23. Taking into account the production programme of the 
manufacturers it is recommended that the requirements of the 
bus chassis for city transport may be standardised to the following 
three categories: 

1. Cometised Titan Double Deck Chassis. 

2. Semi-articulated vehicle with a Leyland Comet Tractor 
and a suitable trailer Chassis to mount a single or 
double deck bogie. 

3. Leyland Comet Al-COP-311 passenger chassis with a 
wheel base of 210", or TMB chassis LP-1210/52 with a 
wheel base of 205" 

(Para 6.6) 

24. The Working Group is also of the view that in case any 
manufacturer is able to develop chassis conforming to the above 
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requirements, these can also be considered for purposes of stan¬ 
dardisation for use in city operation. (Para 6.7) 

25. The fleet in Calcutta and Bombay mostly consists of 

imported double deckers and heavy duty single deckers. It 
would be economical to bring back to road some of the old 
imported buses through reconditioning. The Working Group 
recommends that the Ministry of Industrial Development should 
allot an ad hoc foreign exchange to the extent of Rs. 17.80 lakhs 
to the CSTC to bring back 150 double deckers into service. As 
regards the BEST, the requirement of foreign exchange for 
procuring imported spares is Rs. 30 lakhs for reconditioning of 
200 old imported buses. (Paras 6.8, 6.9 and 6.10) 

26. Till 1967-68 the basis for allocation of foreign exchange 
for imported spares was Rs. 1000 per bus per annum. It has 
recently- been reduced to Rs. 600. This amount is just adequate 
for meeting the needs-of the Indian made mediuih duty vehicles. 
Treating imported buses on the same footing as the buses manu¬ 
factured in India is not justified. The Worldng Group, therefore, 
recommends that the allotment for existing heavy duty buses 
which were imported from U.K. should be at least Rs. 2500 per 
year. The double deckers thanufactured in India should also be 
treated at par with the imported buses. It is recommended that 
the Ministry of Industrial Development may adopt the above 
basis for allocation of foreign exchange for imported spares and 
also ensure clearance of licences expeditiously. 

(Paras 6d2 and 6.13) 

Chapter VII— Financiai. Requirements of the Undertakings 

27. In view of the difficult financial position of the dity 

transport undertakings and to render satisfactory service to the 
travelling public the Working Group recommends that necessary 
financial arrangements should be made for replacement of overage 
buses and also reasonable augmentation of their fleet. The re¬ 
quirements of the CSTC during the remaining period of the Fourth 
Five Year Plan are>Rs. 5 crores and for the. BEST and DTU 
Rs. 12 crores each. The balance plan outlay for 1970-74 for DTU 
is Rs. 8.4 crores. The DTU would, therefore, need additional 
provision of Rs. 3.6 crores during the Fourth Plan. The Madras 
City Transport Service needs Rs. 2.4 crores over and above the 
cost of replacement programme to be met put of depreciation 
fund already provid^ by the Department. (Pta» 7J5) 

28. The provision for the current year for the Calcutta 

State Transport Corporation should be augmented by Rs. 60 
lakhs and that for the DTU by Rs. 1 crore. ^ara 73) 
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Chapter VIII— Pattern of Taxation of Passenger Road 
Transport Services 

29. Passenger road transport services in cities are subject to 

dirdtt and indirect taxes. During 1969 t 70 the percentage share 
of direct taxes in the total expenditure was 11.9 in the case of 
Madras City and Suburban Services as compared with 3.6 for 
DTU, 7.1 for BEST and 3.3 for CSTC. (Pwa 8.9) 

30. The percentage share of indirect taxes levied by the 
Central and State Governments in the total expenditure per 
vehicle in 1969-70 amounted to 25.7 for DTU, 21.3 in case of 
BEST and 25.4 for Madras City and Suburban Services. 

(Pan 8.12) 

31. It is recommended that the principle of lower rates c, 

taxes for city services should be accepted by the Central anu 
all State Governments concerned in view of the difficult finahcial 
position of the city transport undertakings. (Para 8.17) 

32. It is further recommended that the rates of taxes levied 

by the Governments on passenger vehicles plying in metropolitan 
areas should not be raised further. (Pan 8.17) 

Chapter IX— Organisational and Financial Structure 

33. The present organisational structure of the BEST and 

the DTU is not a satisfactory arrangement for efficient running 
of the undertaking. It is recommended that the prcsenf organi¬ 
sational set up should be replaced by a Statutory Corporation. 
This would be in keeping wiffi the,general policy of the Gpvem- 
pient of India that passenger road transport services shomd be 
run through corporations. (Para 9A) 

34. The Board of Directors of the Corporation should be 

appointed strictly on the basis of skills and experience useful to 
a transport undertaking and should be capable of reviewing 
operations and recommending improvements. (Para 9A) 

35. The Chief Executive should be a person responsible for 

management of the Corporation at the top level and he should 
be a member of the Board of Directors. (Para 9JS) 

36. The Working Group recommends that there should be 
Ifirger delegation of powers for the Chief Executive and other 
managerial staff so as to ensure optimum performance. Even 
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pending the formation of Corporation, it is necessary to delegate 
more powers to the General Managers of the Undertakings. 

^ara 9,6) 

37. There have been more than five changes in the post of 

General Manager of the DTU during the last 12 years, although 
tmder the Delhi Municipal Corporation Act the tenure of a 
General Manager is normally for five years. In Madras too, no 
Director continued in his post for more than a year during the 
last three years. The Working Group strongly urges upon the 
concerned authorities that frequent changes in top management 
personnel should be avoided. (Para 9.7) 

38. The Working Group recommends that each transport 
pdertaking should set up a Planning Group of competent people 

undertake necessary.studies to improve the efiSciency of the 
service. This Group should assist the General Manager in 
Planning improvement of the projects and should report to him 
regularly. (Para 9.8) 

39. The transport undertaking also needs a special group to 
make cost studies with a view to achieving economies in all 
departments. It would be of advantage to have costing personnel 
in the various depots so that performance of a depot or main- 
tenance/operations unit could be compared with one another. 

(Para 9.9) 

40. It is recommended that capital contribution to the city 
transport undertakings should be in the form of share capital. At 
present the Central and State Governments contribution to the 
capital of State Road Transport Corporations through the Rail¬ 
way Board is in the ratio of 1:2. The same ratio can' be 
adopted in the case of city undertakings if they are converted 
into Corporations and contributions by the Central Government 
inade through the Ministry of Shipping and Transport. A begin- 
nii^ in this regard can be made with Calcutta where a Corpo¬ 
ration is already running the city road transport services. 

(Para 9.12) 

41. The loans so far advanced to the Undertakings should 
be treated as share capital contribution and should not carry 

interest. (Para 9.13) 

42. The Working Group feels that the Undertakings should 

at least cover the operating expenses. (Para 9.14) 
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43. The Working Group recommends that the imdertakings 

should have freedom to determine their fares to meet at least 
the increases in the operating expenses which may be beyond 
their control. (Paia 9.15) 

Chapter X—Operational Efficiency Measures 

44. It is suggested that measures, such as scientific Inventory 

Management, rationalisation and streamlining of purchase proce¬ 
dure, proper quality control and inspection of the materials 
purchased, route planning on scientific basis, adequate workshop 
and depot facilities, should be adopted by the undertakings to 
improve their operational efficiency. (Para 10.1) 

45. The Undertaking should reduce leakage in revenue with 

greater alertness on the part of the supervisory staff. Arrange¬ 
ments for advance booking should be intensified on the routes on' 
which passenger load is high. (Pm 10.1) 

46. It is recommended that the highest priority should be 

given to replacement of level crossings by overbridges or sub¬ 
way*. (Para 103) 

47. Priority should be given to explore the possibility of 

further staggering working hours for Government offices as well 
as educational institutions and commercial establishments, if 
necessary on statutory basis. (Para 10,4) 

48. The Working Group is of the view that the tendency 
towards urban concentration must be effectively restricted. The 
Working Group hopes that the Maharashtra Government would 
stop further reclamation of the Back Bay Area as the Railways 
and the BEST are much concerned with this developriient. 

(Para 103) 


Chapter XI—Tramways 

49. The number of trams held up for want of spares has 
been rising from year to year. The Tramways find it difficult 
to get import licence to procure some essential materials and 
components like traction motors, insulated copper wire, switches, 
rails, tyres etc. which are not manufactured in the country. 

(Para 113) 

50. The derailment of trams had increased from 304 in 
1963 to 2403 in 1969 due to heavy wear and tear of the tracks 
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as well as the inability of the Tramways to procure rolled steel 
tyres for a number of years. (Para 11J>) 

51.. The financial position of the Tramways has been dete¬ 
riorating since 1967 and the loss incurred by the undertaking 
during 1969 amounted to Rs. 85.11 lakhs. (Para 11.12) 

52. For improving the operational efficiency of the Tram¬ 

ways, it is recommended that an additional provision of Rs. 3 
crores should be made'during the Fourth Plan to meet the cost 
^ maintenance of tracks, rolling stock, overhead installations 
etc. (Para 11.16) 

53. The Heavy Electricals Ltd., Bhopal should be persuaded 

ta take up the manufacture of traction motors requir^ by the 
Tramways.* (Para 11.17) 

54. A sum of only Rs. 10 lakhs has been provided in the 

Annual Plan for 1970-71. It is recommended that the Plan 
provision for the current year should be suitably enhanced so as 
to make available Rs. 225.90 lakhs during^e two years 1970-71 
and 1971-72. (Para 11.18) 

55. The Tramway Undertaking need special allotment of 

foreign, exchange for imports of switch points, grooved rails, trac¬ 
tion motors and circuit breakers amounting to Rs. 123.63,lakhs 
during 1970-72. It is recommended that ad hoc allocation of 
foreign exchange for the above amount should be made to the 

Undertaking to meet its requirements. (Para 11.19) 

56. Increasing foreign exchange difficulties had forced the 

Tramways to use locally made soft cast steel tyres in place of 
rolled steel tyres. Since Railways had booked ffie entire rolling 
capacity of the TISCO, the supply of tyres to the Company 
through this source has ceased. It is. therefore, necessary that 
Railways should allow the TISCO to resume rolling of these 
tyres for the Undertaking. Im case it is not feasible, the Working 
Group recommends that foreign exchange to the extent of Rs. 4 
lakhs per annum for importing them should be allocated to the 
Undertaking. (Paras 11.20 and 11J21) 

57. The Undertaking is unable to get grooved rails causing 
heavy financial loss and increased cost for renewal programme. 
The requirement of groo’vW rails will be of the order of about 
1200 tonnes per annum for the next five years and thereafter 
600 tonnes per annum for normal replacement. The Hindustan 
Steel Plant at Bhilai may be persuaded to take up this order. 

(Para 1122} 
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58. The Tramways have to pay Rs. 4 lakhs per month for 

consumption of electricity. Under the provision of a Statute the 
Railways are exempted from payment of electricity duty. The 
Working Group suggests that the State Government should con¬ 
sider exempting the Tramway Undertaking from payment of 
electricity duty on the pattern of Railways. (Para 11.23) 

59. The tariff structure for electricity supply is governed by 

successive agreements with Calcutta Electricity Supply Corpo¬ 
ration. Under the agreement of 1950 the Undertakmg has bee» 
given a flat rate and thus deprived of getting the advantage ck 
summated maximiun demand on the ground that it received 
supply through eleven sub-stations owned and operated by it. 
The Working Group is of the view that the Agreement with 
Calcutta Electricity Supply Corporation may be re-examined with 
a view to determining a reasonable tariff structure for the 
Tramways. (Pan 11.24) 

Chapter XII— Suburban Railway Services 

60. The Railways constitute the most expedient and effective 
means- of mass transportation in the metropolitan areas. About 
7.44 lakh commuters in Calcutta. 22 lakh in Bombay and 2.4 
lakh in Madras are being carried daily by the suburban railways. 

(Para 12.1) 

61. The Final Location Survey for the Suburban Dispersal 

Line in Calcutta is under progress and is scheduled to be com¬ 
pleted by April, 1971 when the construction of the project could 
be taken in hand. The Planning Commission has already pro¬ 
vided a sum of Rs. 30 crores in the Development Plan of the 
Railways during the Fourth Plan for the construction of the 
above line. It is recommended that the Survey should be com¬ 
pleted as early as possible. (Para 12J2) 

62. The Railways have already initiated the techno-economic 
feasibility studies for the mass rapid transit system in Calcutta. 
According to the Railways the studies are expected to be com¬ 
pleted by December, 1971. It is recommended that all possible 
efforts should be made to complete these studies in time and 
commence construction on this Project as early as possible. 

(Pan UJtS) 

63. The preliminary engineering feasibility study for the 
third terminal at Ballard Estate (Bombay) which is already in 
progress is expected to be completed by December, 1970. The 
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Working Group is of the view that the construction of the new 
terminal if found feasible, would relieve congestion on the exist' 
ing two tenninals—V.T. and Ghurchgate. (Para 12J4) 

64. The TraflBc Cell set up by the Government of Maha¬ 

rashtra to undertake studies for preparing a long-term transpor¬ 
tation plan for Bombay has submitted its rejjort to the Metro¬ 
politan Transport Team. As soon as the corridors for the rapid 
transit are finalised, the Railways would be in a position to 
undertake the techno-economic feasibility ftudies for system 
selection. (Para 12J5) 

65. The traffic and transportation studies for preparing long¬ 
term transportation plans for Madras and Delhi are under pro¬ 
gress. It is expected that the reports will be available to the 
Metropolitan Transport Team by March, 1971. The Team would 
then finalise the corridors and give its report so as to enable the 
Railways to carry out the tcchno-economk feasibility studies for 
system selection for rapid transit system in Madras and I^Uii. 
No time should be lost in finalising these studies. ^ara 12.26) 

66 . Steps should be taken to find out ways and means for 

meeting the dem^ind of the Western and the (Antral Railways for 
DC E.M.U. Stock. Efforts should be made to further increase 
annual capacity of I.C.F. for this purpose. Also total foreign 
exchange required for the purchase of spare parts for the repairs 
and rehabilitation of old EMU stock should be released expe¬ 
ditiously. (Pans 1231 and 1232) 

67. The proposal of running 12.coach trains in Bombay is 

expected to cost on a rough estimate about Rs. 40 crores and 
take about S years for implementation. ^Before a decision on this 
Project is taken, a techno-economic study should be undertaken 
by ffie Railways. (Para 1233) 

68 . During ■ monsooi dislocation of suburban services in 

Bombay is caused due to flooding of tracks. The Railways 
should provide adequate drainage outlets for such sections of the 
tracks t^idi are liable to flooding. (Para 1234) 

69. Trespassing of the tracks is a mence to the smooth 
miming of trains. Immediate steps should be taken to provide 
foot overbridges where colonies have sprung up on either side 
of the track or where the industrial areas have deVeloped. At 
iJl'esent the entire cost of the foot over-bridges is being met by the 
Municipal bodies. The Working Group is of the view that such 
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over-bridges should be financed on the same pattern hi the 
replacement of level crossings by grade-separated arrangements. 

(Pan 1235) 

70. There are innumerable thefts of track materials and 
signalling equipment which cause dislocation in services and 
heavy losses to- the Railways. Measures should be taken to 
check lawlessness by better coordination between the Railway 
Police, the State Police and the Railway Protection Force. 

(Pan 1236) 

71. All the important level crossings within the metropolitan 

area should be replaced by grade-separated arrangements on 
priority basis. The Railways may consider sharing the cost 
equally with the local bodies for the construction of over/imder 
bridge, including approaches, upto the width of 60 ft. instead 
of 36 ft. as at present. (Pan 1238) 
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